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BUYING HABITS~ 
Influence Packaging 


USTOMER gcusa-will is the 

invaluable tincture that must 
penetrate every successful product in 
the commercial field. Proper pack- 
aging creates customer good-will .. . 
and proper packaging is influenced 
by buying habits. 

Jobbers are influenced by con- 
venience and dependability of the 
shipping box. 

Retailers are influenced by ship- 
ping boxes that will stand the gaff 


HINDE A DAUC 


... boxes of sizes that meez their 
demands— gross lots on one item 
—dozen lots on another. 


Scores of manufacturers have 
learned by experience that the most 
practical and economical solution to 
any packaging problem will be fur- 
nished by the fifty H & D Package 
Engineers. We are ready to make 
that your experience, too. 


The Hinde & Dauch Paper Company 
303 Decatur Street Sandusky, Ohio 


Prepared for You= 


“*Package Engineering” 
is a new bulletin issued 
by H & D Package Engi- 
neers. It tells how Pack- 
age Engineering can be 
applied to your packag- 
ing problem. Write for 
a copy on your business 
Stationery. 


Hi corrtg” SHIPPING BOXES 
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Meeting the 


transportation 
needs of the 


Atlantic 


and Pacific 


Seaboards 
through the 


San Francisco 
(6 Oakland. 
) Alameda 


Panama Canal it ssa 


The transportation needs of 
American industry are increas- 
ing with phenomenal strides. 
Modern business demands de- 
pendable as well as economical 
transportation. In this day of 
current buying, low inventories 
and quick turn-over, one must 
ever be alert to changing mar- 
kets. ‘Transportation must be 
frequent, swift. Your products 
must arrive when promised and 
on schedule. From Coast-to- 
Coast, through the Panama 
Canal, the American-Hawaiian 
Steamship Company operates 2 3 
fast steam and motor ships, with 


one sailing East and 
one sailing West 
every 4 days. 

The reliability of the 
Panama Canal Line 
has become tradi- 
tional in the Coast- 
to-Coast trade. This 
businesslike fleet has 


an annual carrying 


capacity of 1,200,000 ton, 
handling products of every de- 
scription, worth many million 
of dollars.’To ship viaAmerican- 
Hawaiian is to be assured that 
your merchandise will be trans- 
ported from Coast-to-Coas 
swiftly, efficiently and promptly. 
During a recent year but three 
vessels were late out of an aver- 
age sailing of one ship every 35); 
days. 1927 saw the adoption of 
a 4 day sailing schedule, and the 
percentage of on-time arrivals 
for the year was 96%, a record 
unequaled by any other line. 


AMERICAN-HAWAITIAN STEAMSHIP COMPANY 


*Coast-to-Coast since 1855” 
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BAYWAY TERMINAL 


New York and New Jersey’s most Modern 
Industrial and Distributing Terminal. 


Space for light manufacturing having both 
rail and water facilities. 


Every modern convenience for economical 
handling. 


Storage-in-transit privileges East and West 
bound on traffic originating in or destined 


Selanne ala) ooo taleaelrayiaicair 


to New York, either for export or domestic 
delivery. 


There is no transfer charge at Bayway. 


Distance is measured in minutes and not 
in miles in this progressive age. 


ei) 


ENS) 


We invite your inquiry. 


BAYWAY TERMINAL 


23 CHURCH STREET NEW YORK, N. Y. 


=] 
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RIVING sheets of rain 
swirling drifts of snow . . . open 
trucks roaring for shelter through 
mud and slush . . . drenched packing 
cases and grimy hands. Bad weather 
comes unannounced—at any time. 
And what of your merchandise? — 
Was it ruined? . . . Did cases swell 
and break? ... How many customers 
will receive damaged goods? .. . How 
many customers will buy elsewhere? 


Storms, wrecks, rough handling, 
prowling thieves—you cannot con- 
trol these things. But you can safe- 
guard your goods from the time they 
leave your plant until they are on 
your customers’ shelves. 

Only *Fivefold Protection — Good 
Wooden Boxes can give you the 


THE TRAFFIC WORLD 


proper assurance that your mer- 
chandise will be delivered in perfect 
condition. 


Thousands of manufacturers have 
found that *Fivefold Protection is 
the safest and most economical way 
of packing and shipping their goods. 

The Wooden Box Bureau main- 
tains a competent staff of packing en- 
gineers and designers to assist manu- 
facturers with their shipping room 
problems. Their services cost you 
nothing—place you under no obliga- 
tion. If you are confronted with any 
problem related to the packaging and 
shipping of your goods one of these 
men will be glad to call on you. 


A convenient coupon is attached. 
Why not clip and mail it today? 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers 


You need Fivefold Protection* 







hen S7orMs are raging 








*FIVEFOLD PROTECTION 
Good Wooden Boxes safeguard 


your merchandise against 


Rough Handling in Transit 


Hidden Damage (crushed contents, 


torn labels, etc.) 


. Pilferage 


CERTIFIED BY CENTURIES 
--WOOD.. 


ise it - 





Bad Weather 
5. Disgruntled Customers 





. Wooden Box Bureau 


Chicago, IIl. 


renews if 


lems, without cost or obligation. 





and of the National Lumber Manufacturers Association 


CHICAGO, ILLINOIS 

















111 West Washington Street, Dept. 5203 


Gentlemen: We are manufacturers of 


and would like to have one of your engi- 
neers confer with us on our packing prob- 


ee ee 
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To Which We Add— 
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“THE City THAT SERVICE BUILT” 


Nestled as it is in the heart of the great 
industrial district of Calumet, Hammond, 
Ind., is enjoying the unlimited advantages of 
its strategic location in what is termed the 
most rapidly developing industrial center of 
the country. 


Perhaps of more interest to the thinking 
person is the fact that Hammond primarily 
owes its phenomenal expansion to a service 
that has functioned without any material 
change for a quarter of a century. 


This service is best illustrated with figures. 
The city contains 116 diversified industries, 
giving employment to 16,207 persons. Ninety- 
six of the leading concerns in the municipality 
were brought to Hammond by Gostlin, Meyn 
& Weiss, Inc. 

Such service is deserving of more than pass- 
ing interest. We invite your investigation of 
our record. Write to us for further details or 
for maps and surveys of this region. 


GOSTLIN, MEYN & WEISS, INC. 


HAMMOND, INDIANA 


The arrow in the photograph points to our home. 
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Some of the Users of 
INTERNATIONAL HARVESTER 


Trucks and Industrial Tractors in the Transportation Field 


American Railway Express Chicago Great Western Indiana Service Corporation Northern Pacific 
Atchison, Topeka & Santa Fe Chicago Junction Railway Interstate Public Service Co. Norton Lilly Steamship Co. 
Baltimore & Ohio Chicago, Milwaukee, St. Paul Lehigh Valley Oregon, Washington R. & N. 
Big Four * i Pacific Louisville & Nashville Co. 
Boston & Albany Chicago, North Shore & McCormick Steamship Co. Pennsylvania System 
Boston & Maine Milwakee Michigan Central Peoria & Pekin Union Ry. 
Boston Elevated Chicago, Rock Island & Milwaukee Electric Ry. Philadelphia & Reading 
British Columbia Electric Pacific ’ Minneapolis & St. Louis Piedmont & Northern 

Railway Columbia Terminals Co. Mississippi Warrier Service Pittsburgh & Lake Erie 
Canada Steamship Lines Delaware, Lackawanna & Missouri, Kansas & Texas Pullman Company 
Canadian National Express Western Missouri Pacific St. Louis Southwestern 
Canadian National Railway Denver, Rio Grande Western Monon Route Seaboard Air Line 
Canadian Pacific Express East Mass. Street Railway Nashville, Chattanooga & Soo Line 
Canadian Pacific Railway Elgin, Joliet & Eastern St. Louis Southeastern Express 
Cedar Rapids & Iowa City Erie Railroad New York Central Lines Southern Pacific 
Central of Georgia 1 New York, New Haven & Southern Railway 
Chesapeake & Ohio Gary Railways Hartford T. & Pacifi 
Chicago & Eastern Illinois Great Northern Nickel Plate Road ee — 
Chicago & North Western Illinois Central Norfolk & Western Union Pacific 
Chicago, Burlington & Quincy Illinois Traction Co. Northern Ohio Traction Wabash 

ofAmerica 


606 So. Michigan Ave. [incorporated] Chicago, Illinois 
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“, ¥7zand Dallas is free from traditions that 
hold back progress in some other sections” 


1 + Taken verbatim from an engineer’s report 
on Dallas as an industrial center. 


636 


New Business 
Establishments 
First 10 Months of 


1928 


Today, Daxxas has the greatest 
enrollment of industries in its 
history. Why? Because DALLAs 
is the capital of a new economic 
empire—the great Southwest! 
Business is good here, and Amer- 
ican industries are fast discover- 
ing the fact. When Dattas 
called a famous group of in- 
dustrial engineers in to study her 
position, instructions were given 
to make that study impartial. 
The engineers reported that of 
all industries, 18 specific businesses would find unsurpassed opportunity here. 


Intelligent white labor, reasonable living scales, rich natural resources, quick trans- 
portation, adequate and favorable financing facilities, a huge and healthy market— 
these are the advantages that Dattas has told the world about. And the world is 
watching DaALLas. 


Send for the impartial reports listed below. Number 4 is essential; it’s already 


checked 
: Engineers’ reports on the 
som opportunity that awaits your 


business here are ready---mail iE and Distribution Center of 


h ” the Southwest-Twelve Million People 
the coupon [x Billion Dollar Market + « ee . 


Industrial Dallas, Inc., 
1195 Chamber of Commerce Bldg., Dallas, Texas. 


Please send the reports checked below to my attention: 


(1) 1. Market Map of the Southwest . Dallas—Distribution Center (6. The Growth of Dallas 
[J 2. The Southwest—Six Billion 4. Industrial Survey of Dallas [17 Texas Corporation Laws 
Dollar Market (J 5. Dallas as a City in Which to Live 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 











Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental Simited 


Between Seattle and Chicago Without Change of Cars 


H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. Se. Paul, Minn. 
H. G. Dow T. J. Shea 


Eastern Traffic Manager Asst. General Freight Agent 
New York City 105 Adams Room 
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STATES OF PROGRESS 


served by 
Southern Pacific Lines § 
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Off-line Agencies The Teal 
® ATLANTA 
Healey Bldg. 
BALTIMORE 
© 209 Morris Bldg. The Traf 
@ BIRMINGHAM 
Woodward Bldg. 
® BOSTON == 
Old South Bldg. 
BUFFALO 
@ Pllicett Square Bldg. One 
@ CINCINNATI THREE 
Dixie Terminal SINGLE 
@® CHICAGO—FREIGHT DEPT. — 
Southern Pacific Bldg. 8 
@ CHICAGO PASSENGER 418 
DEPT., 33 West Jacksen ( 
® CLEVELAND = 
Hippodrome Bldg. 
® DENVER 
Besten Bldg. 
@ DETROIT 
@ HAVANA 
Manzana de Gomes to ot 
@ INDIANAPOLIS | — ' 
tchants Ban! h REGON is served in addition to other lines, by fourteen inter 
® aes or ge Bag hundred miles of railways operated by Southern Pacific in the high 
@ MEMPHIS 5 western portion of the State. 6 
@ “a,-_, Its main line (known as the Shasta Route) traverses the entire 
Metropolitan Life Bldg. length of the State and branch lines penetrate to the foothills of the shi 
@ MEXICO CITY Cascade Range to the East, and to the Pacific Ocean to the West. PI 
Ave. Cinco de Mayo, Ne. 32 : riers 
@ MONTERREY Three other routes of Southern Pacific, operating to and from the law ; 
Edificio Langstroth East, ee with the Shasta Route in California, linking these 
@ NEW YORK CITY—FGT.-PASS. vast productive areas with all the eastern markets of America. 
165 Broadway - The new Southern Pacific line now under construction from only 
Uptown Pass. Ticket Office Klamath Falls to Alturas is another step of progress in this State quat 
531—5th Ave. at 44th St. of Progress. pertr 
@ OKLAHOMA CITY : 
Perrine Bldg. shou 
@ PHILADELPHIA orde 
Packard Bldg. f 
@ PITTSBURGH — 
Park Bldg. 44 ° 
@ SALT LAKE CITY Vit «ve 
41 South Main St. Astorig o oF 
as @ SEATTLE Rockaw won man 
314 Union St. ees — amo 
® ST. LOUIS THE principal resources of the State of men 
Carleton Bldg. Yaquine Oregon are lumbering and agriculture. 
@ VANCOUVER, B. C. ~ From these spring industries of large pro- of se 
585 Granville St. portions. e manufacture of lum 
® WASHINGTON, D. C. North Bena“ reaches the largest, however, the canning of 
Southern Bldg. Morshteiel fruits, vegetables and salmon is developing. wate 
There are approximately 2,000 manufactur- regu 
ing establishments in Oregon which include 
extensive operation in the paper and woolen 
industries. 
Oregon is well provided with streams from 
which abundant power is available. 
pao asa alata ably 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
tegulation from the rail carriers. 


PLATFORM PRINCIPLES 

We are printing at the masthead and shall, prob- 
ably, continue to carry in that place for some time a 
platform or declaration of principles for which this maga- 
ane stands. It, of course, does not contain everything 
on which we have opinions or policies and everything 
in it might be elaborated, but it does briefly state our 
Position on the principal subjects that are being dis- 
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cussed today with reference to the wider aspects of 
transportation and its problems. We hold ourselves 
ready to elaborate when necessary or to debate with or 
explain to those who do not agree with us or do not 
understand the questions involved. 

No less a person than Herbert Hoover has expound- 
ed the unwisdom of participation by government in busi- 
ness» He devoted many words to this subject in his 
recent campaign for the presidency of the United States. 
One of his objections to even temporary ventures by the 
government into the field of business was that “bureau- 
cracy, when it once takes hold, never lets go.” Yet, he 
is the leading proponent of a nation-wide system of 
inland waterways, developed and maintained by the 
taxpayers, on which government carriers shall operate 
at rates much under the rail rates, because the govern- 
ment charges itself no overhead and can thus show a 
profit where private capital would be “in the red.” We 
are hopeful that when he ceases entirely to be an en- 
gineer and becomes, instead, the executive head of a 
great commercial nation, serving one part and one class 
as loyally as another, he will bring the brains he un- 
doubtedly has to bear on this problem and will change 
his mind somewhat. Whether this happens or not, it 
is economically unsound for the government to operate 
carriers on waterways developed and maintained at public 
expense at rates arbitrarily under rail rates, when there 
has been no study made to determine the actual relative 
cost of water transportation as compared with rail trans- 
portation. Such a policy is unfair to the railroads, to 
the taxpayers who thus contribute to the advantage of 
a favored class, and to shippers who are unable to use 
the water lines for which they are taxed but must pay 
the higher rail rates. 

Much the same kind of theory is involved in the 
question of regulation of common carrier motor vehicles 
and intercoastal vessels. They compete with the rail- 
roads and should, therefore, have no advantage from 
government aid or complacency. ‘Why should a rail- 
road be regulated and a competing motor carrier not be 
regulated? Or why should motor vehicles be regulated 
intrastate and not interstate? Or why should motor 
busses be regulated, interstate, as is now proposed, and 
not motor trucks? And why should not these motor 
vehicles, doing business on the highways provided by 
the taxpayers, pay the public something for the privilege? 

As to the intercoastal ships, they compete directly 
with the railroads through the Panama Canal, another 
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HEAVY DUT 


FREIGHT = . 


ILLINOIS 
TERMINAL R.R. 
SYSTEM 


Electric Locomotive—Illinois Terminal R. R. System (Electrified Lines); 8 Motors, 16 Driving Wheels 


WVV THIS POWERFUL ELECTRIC FREIGHT LOCOMOTIVE IS DESIGNED YYY¥ 
and built especially for the handling of heavy freight trains over the Illinois 
Terminal Railroad System, Electrified Lines.e-> A fleet of 45 modern 
and powerful electric locomotives is at the service of shippers on these 
lines at all times. You may be assured that when your shipment reaches 
the rails of Illinois Terminal Railroad System—be it a car or a train- 
load—there will be plenty of pulling power to carry it over our 
lines and to make delivery on scheduled time. e~> Locomotives 
weighing 80 tons, propelled by 16 drive wheels and developing 


1,000 H.P. head this list of pulling equipment. Special 
types of locomotives for special kinds of jobs are in serv- 


ice at all times and additions are being regularly made 
to this equipment. Write for souvenir postcards 
descriptive of our heavy duty freight locomotive. 


Address: Traffic Department, 1221 Locust St., St. Louis, Mo. . 


[linoisSferminat System 


— RoR” _ 
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facility furnished by the taxpayer, but they are free from 
regulation as to their rates while their rail competitors 
are even prevented from making fourth section rates that 
will enable them to retain some of the transcontinental 
business on a competitive basis. It is worthy of note 
here that some of the intercoastal steamship carriers have 
themselves recently come to advocate regulation of their 
business. In taking this position, to be sure, they are 
influenced, not so much by a desire to be fair to other 
interests and to the public, as to put their own business 
on a stable basis, but, whatever their motive, their posi- 
tion is sound. 

We might say here that, in so far as this or any other 
of our policies seems to be favorable to the railroads, 
it is so not because we love the railroads or are especially 
interested in them, or believe there is anything sacred 
about rail transportation as compared with other kinds, 
but because we realize that in this country we shall 
always have to depend on the rails as our principal trans- 
portation agency and, if they are to perform their func- 
tion well and to the satisfaction of shippers in the 
carriage of the country’s commerce, they must be dealt 
with fairly and allowed to prosper. Everybody whose 
opinion is worth anything agrees to that, and yet, as 
in the case of Mr. Hoover, people are constantly being 
lured from this doctrine in the interest of some hobby 
or to fill their own pocketbooks. It is for this reason 
that we insist that, while rates must be fair to the ship- 
per, they must also be fair to the rail carriers and that 
the railroads ought to have rates that will enable them 
to earn the revenue that the law and the Interstate Com- 
merce Commission declare to be adequate. Rates are 
high, of course, but so are food, and clothing, and fuel, 
and theater tickets. Unless there is some reason to 
believe that we are being gouged, we pay these prices 
without protest, realizing that conditions justify present 


price levels. But we are not so willing, apparently, that’ 


the railroads should have an adequate return on their 
investment. 

As to the Hoch-Smith resolution, we have talked 
so much about that when we stood alone in our position, 
and nearly everybody else has come at last to agree 
with us to such an extent, that further discussion seems 
idle. It was a political gesture to the farmers and in- 
volves an altogether wrong principle of making rates. 
It has caused and is causing an almost overwhelming 
amount of work for the Commission and is a heavy 
burden on both shippers and railroads because of the 
numerous hearings and the immense amount of evidence 
prepared for them. It ought never to have received a 
vote in Congress. It should be repealed. 

Our declaration for adequate traffic departments in 
industry in charge of capable men is hardly a statement 
of principle but, rather, of advice for sound business 
policy, both on the part of business executives, who can 
profit by paying more attention to the traffic phase of 
their business, and of men who are now holding or in- 
tend to hold traffic jobs. Traffic departments in railroad 
organizations have long had a recognized place; but we 
believe the day of the industrial traffic man is just dawn- 
ing. Though there have been industrial traffic. men: and 
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departments for some years, the industrial traffic man 
is just now coming to be generally appreciated as a part 
of the necessary equipment of business and to take him- 
self seriously and see the need of equipping himself 
adequately for the task he should be expected to dis- 
charge. Traffic men ought to be willing to devote some 
of their energy to the good of their profession—to the 
work of showing business its need in this respect. On 
the other hand, traffic men—and this applies also to rail- 
road traffic men—besides fitting themselves for the tech- 
nical phases of their work, ought to train themselves to 
think of and deal with transportation legislation and 
administrative policies. If men engaged in the trans- 
portation business do not do this, who is to be blamed 
if we get laws that are unfair or unwise and policies 
that are foolish? 


TRAFFIC SOLICITATION 

There have been indications, in recent years, that 
the railroads are coming to look at the problem of ton- 
nage and passengers as a sales problem, identical in 
many ways with the sales problem of the shoe manu- 
facturer or the distributor of electric washing machines. 
The most apparent of these indications is the use of 
advertising space in such publications as The Traffic 
World and, to a certain extent, in popular magazines 
and newspapers. Even in the newspapers, where passen- 
ger advertising has been a fixture for many years, there 
have been changes in copy distinctly for the better. 

This being the case, it is the more puzzling that the 
railroads have not yet learned that the job of a freight 


solicitor is about the same as the job of any other out- 


door salesman. We do not say that some roads have 
not made efforts in recent years to educate their solicitors 
in the business of selling, but we do say that the typical 
freight solicitor is still the kind of man who makes the 
rounds of shippers periodically, passing pleasant greet- 
ing and cigars and, incidentally, suggesting that tonnage 
be routed over his line. 

The sales manager of an industrial concern is usually 
one of the highest paid men, if not the highest paid 
man, in the institution. His job is simply to hire and 
handle salesmen and he is judged by a single standard— 
the amount of sales, in dollars and cents, that his sales 
force makes. 

Railroads, on the other hand, add the charge of 
solicitors to the other manifold and important duties of 
their traffic managers as merely one of those duties. 
Certainly, there is nothing in transportation comparable 
to the intensive effort to train intelligent salesmen made 
by other large corporations. 

We might cite, as an example, the typical young 
bond salesman. Nine times out of ten he is a college 
graduate, because, for some reason or other, many young 
college graduates prefer to get their hard selling knocks 
in that business. If he is determined to make a success 
at his work, the bond salesman keeps in touch with 
markets. He is so primed with up-to-the-minute infor- 
mation that he can usually approach a customer with a 
specific suggestion based on that day’s markets. 

- . But where is. the freight solicitor who watches the 
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rulings of the Commission from day to day, who keeps 
his eyes on embargoes, and ferrets out of the mass of 
current tariffs the ones that may be of interest to a 
prospective shipper of tonnage over his road? 

Yet the average industrial traffic manager, were he 
to get a single rate or routing tip of that kind from a 
solicitor, would remember it long after the Christmas 
box of cigars and the last drink of Scotch were for- 
gotten. That is the kind of service that brings business. 
There is a fine chance for an alert young freight solicitor 
to make good today, for it will probably be a long time 
before anything like a general move on the part of the 
railroads to improve selling methods will bring about a 
general change in the methods of the typical freight 
solicitor. 

There is a phase of freight solicitation methods that 
has previously been referred to in these columns to the 
displeasure of some of those involved but which still, 
it seems to us, calls for comment. That is the use of 
liquor. We have not now in mind any question of 
immorality, either in the use of liquor itself or in the 
illegal procurement and dispensation of it, but are think- 
ing rather of the undignified and ineffective procedure 
that everybody is familiar with. We do not deny that 
a railroad or a railroad man may get a certain amount 
of business by handing out liquor to prospective cus- 
tomers, either as individuals in more or less privacy or 
by renting a room in a hotel where there may be a 
meeting or convention that brings a number of shippers 
together and inviting the latter, in groups, to the room 
where there is more or less of a temporary bar. But 
we believe considerable more business could be obtained 
if the time, the effort, and the money given to this form 
of entertainment were spent by earnest, intelligent, 
sober and industrious salesmen in calling on prospective 
customers and giving them real reasons why they ought 
to use this or that route. 

We are aware that there are railroads and railroad 
men who do not use such methods and shippers who 
do not “fall” for them, and, of course, what we have said 
does not apply to them. It does apply, however, to 
many railroads and a large number of railroad men. 
Our idea is that the day for booze-buying as an effective 
method of getting business, if it was ever really here, 
disappeared long ago, and that prohibition, which makes 
booze more or less expensive and hard to get, will not 
serve to bring it back. 


RAILROAD LAND GRANTS 


The Trafic World Washington Bureau 


An effort on the part of the General Land Office to balance 
its books, according to an announcement by the Department of 
the Interior, discloses the fact that the railroads of the country 
are claiming that the United States owes them 26,814,446.73 
acres on account of grants made to them by acts of Congress. 
The total of all grants made between 1850, the year Congress 
began recognizing the railroad as a facility of internal improve- 
ment, equal if not superior to a canal or wagon road, and 1871, 
is estimated at 158,293,736.84 acres. To the end of the last fiscal 
year, June 30, 1928, 131,479,290.11 acres had been patented to 
the grantee railroads on certificates of the proper officials that 
the railroads had carried out their parts of the contract so that 
the land became due to them. 

The statement made by the General Land Office, a part of 
the Department of the Interior, is that the first railroad grant 
was made September 20, 1850, and the last on March 31, 1871. 
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The 1850 grant was made to Illinois, Mississippi and Ala 

aid in the construction of a railroad from Peru, La Salle county 
Ill., to Mobile, Ala. The last was made to Louisiana in 1871 ¢, 
aid in the construction of a railroad. According to Popular 
derstanding of the complicated questions involved in railroad 
grants, the land then granted was used in aid of the const 

of the Vicksburg, Shreveport & Pacific, now a part of the 7 
Central system. However, tracing lands granted in aid of con. 
struction of railroads, to a particular railroad now in existe 
is a complex work, in many instances, in which there ig g 
vergence between popular understanding and the legal fact, ag 
ascertained by experts in public land questions. 

Eighty-nine grants to or in aid of railroads were made ot 
which Congress declared 17 to have been forfeited for non-pgp. 
formance. Of the remaining 72 but 27 cases have been 
closed and the papers sent to the dead files of the Genera] Land 
Office. The other 45 are still open and in the course of adjug, 
ment. They are the ones that cover the more than 26,000,000 
acres claimed by the railroads. 

The areas of the grants, according to the departmentg 
statement, vary greatly in size from that of 35,679 acres in Michi. 
gan to 43,989,861 acres, the estimated area of the grant to the 
Northern Pacific. That grant was 80 miles wide, in alternate 
sections; that is, for the purpose of getting a railroad through 
its lands, which were not selling to the public, the government 
gave each alternate section to those willing to undertake the 
task of building a railroad. In the case of the grant to the fi. 
nois Central, at least, if not in the case of all grants, the goy. 
ernment gave to the railroads one section and then immediately 
raised the price of the remaining section to double what it 
had been. 

The government, in the same way, gave away millions of 
acres to states for the construction of canals and wagon roads, 
The first of such grants was made in 1823, before the significance 
of the railroad was perceived, for a road from the lower rapids 
of the Miami River, in southwestern Ohio, to the boundary of 
the Connecticut western reserve in the same state, thereby con 
necting, by means of a long portage, the Ohio River system with 
the waterways of the Lake Erie basin, the Connecticut reserve 
boundary being close to the Sandusky River. Indiana received 
a grant for a canal connecting the-Wabash with Lake Erie, 
Grants were also made to states to be used in canalizing water. 
ways, all in promotion of the “internal improvement” program, 
the constitutionality of which was denied by the strict construc. 
tionists of the Constitution. 


NORTHERN PACIFIC LAND GRANTS 


The Secretary of the Interior, under H. J. Res. 398, intro- 
duced by Representative Colton, of Utah, would have until June 
30, 1930, to withhold approval of the adjustment of Northem 
Pacific land grants. Under existing legislation the time limit 
is June 30, 1929, and the question of the land grants is being 
investigated by a joint congressional committee. The Colton 
resolution would extend the life of the committee to the end 
of the first regular session of the Seventy-first Congress. 


REGIONAL COMMISSION BILL 


Regional commissions would be established under a Dill 
(H. R. 16841) introduced by Representative Garber, of Okla 
homa. The measure also would authorize delegation of power 
to individual members of the Commission. In connection with 
introducing the bill, Mr. Garber issued a statement in which 
he said there was necessity for reduction of transportation 
charges on farm products. 

Representative Garber, in remarks in the House, discussed 
the necessity, as he saw it, for reorganization of the Commis. 
sion to meet complaints against the inefficiency of the admin 
istration of the Commission and the neglect of Congress to 
provide adequate machinery to “administer the equitable dis 
tribution of rates to every section of the country alike.” 

Representative Howard, of Oklahoma, said that it cost the 
farmers of Oklahoma $13,000,000 more in 1926 to move their 
wheat, corn, oats and cotton than it would have cost before the 
increases in rates “as a result of the Esch-Cummins act.” 

Mr. Garber criticized the Commission for not having ac 
corded agriculture relief under the Hoch-Smith resolution. He 
went into a detailed discussion of rates in an effort to show 
need for relief. 


CONDITION OF EQUIPMENT 

Class I railroads on January 15 had 135,116 freight cars in 
need of repair, or 6.1 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 849 over the number reported oh Janu 
ary 1, at which time there were 134,267, or six per cent. 

Locomotives in need of repair on the Class I railroads of 
this country on January 15 totaled 8,992, or 15.4 per cent of 
the number on line. This was an increase of 1,061 compare 
with the number in need of repair on January 1, at which time 
there were 7,931, or 13.6 per cent. 
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Current Topics 
in Washington 





No Peace for Terminals.—The suit of the Terminal Ware- 
house Company, of Baltimore, seeking to retain its relations 
with the Pennsylvania on the present basis, notwithstanding 
the order of the Commission requiring the Pennsylvania to can- 
cel it stariffs, and the proposed report of Examiner C. W. Berry 
(both elsewhere in this issue), suggest that the horoscope of 
the warehousemen does not show favorable aspects. What the 
Commission has said is indicated in the preceding sentence. 
What the examiner says is that the Chesapeake and Ohio has 
no duty whatever to the Port Commission of Norfolk to make 
its rates on export, import and coastwise traffic so as to send 
traffic through Norfolk’s municipal terminals on terms of equal- 
ity with its own terminals at Newport News. In substance, 
Berry says that a common carrier always has the right to select 
its own agencies for performing a common carrier duty. On 
that principle the Commission, in its first report, dismissed the 
complaint of the McCormick Warehouse Company, involving the 
Terminal warehouse allowances. Then, when it tok another 
look, it came to the conclusion that the service the Terminal 
company was performing was not a common carrier duty for 
which it could be engaged by the Pennsylvania, but a service for 
consignors and consignees who had given it dominion over their 
goods, so that, in fact, the warehouse was the consignor and 
consignee. The Berry report, if adopted, will not give much 
comfort, it easily may be inferred, to the south Atlantic and 
Guif ports that are trying to have the Commission funnel traffic 
through the independent and municipal terminals and ware- 
houses in competition with the terminals the railroads have 
established. By the same sign, Mr. Berry’s views will not evoke 
fervent demonstrations at northern ports where the railroads 
have built their own terminals and are so much opposed to 
stating line-haul and terminal charges separately that they have 
fought the suggestions along that line. They have done that 
notwithstanding the fact that mere separation of their whole- 
service rates into components, in and of itself, cannot afford 
anything more definite, it now seems, than a foundation on 
which could be placed complaints that one or more factors are 
unreasonable. Stating rates on the European plan, so much 
for soup, so much for fish, so much for a napkin, and so much 
for a toothpick, was forced on the carriers in the matter of 
ore charges at lake ports, but, so far as can be recalled, that 
separation has not put private terminals in competition with 
the railroad-owned terminals. In American eating places the 
tendency seems to be to return to the old American plan of 
so much for a meal—not, however, the twenty-five cents which, 
a generation ago, was the table d’hote price in small cities; 
also the price of a chicken, regardless of its weight. In rail- 
roads the trend is the other way. There has been much fuming 
among the older men about the disappearance of the American 
plan hotel with its straight charge of $2.50 to $5 a day for 
three meals and room. Seemingly, however, the disappearance 
of the American plan hotel has not hurt American manhood, 
nor has the introduction of the a la carte method of stating 
iron ore rates at the lake ports made it necessary to hang 
crape over the entrances to American steel mills. 





Which Lady Shall Stand First?—The twittering writers of 
society news, accurately or otherwise, have noted a staccato 
discussion among the ladies of the senatorial circle over the 
question whether the wife of the president pro tempore of the 
senate or the sister of soon-to-be Vice-President Curtis shall 
have the pas at a club of the wives of senators. It is to laugh 
or to cry, according as one views the matter. Mrs. Gann, the 
sister of Senator Curtis, is the head of his household, taking 
the place of the late Mrs. Curtis, if, when a senator lives with 
his sister and her husband, he has a household. Men may 
laugh over the argument, if there really is one, but questions 
of precedence, among European monarchs and nobles, have cost 
millions of human lives. The hundred years’ war between 
France and England, resulted from the dispute between the 
Plantagenet kings of England and the princes of the Valois line 
who ascended the French throne when the male Capetian line 
died out. Edward III was the nephew of Charles IV, the last 
of the Capetian male line, and he thought he should come in 
ahead of the Valois line. The first of the kaisers laid the 
foundation for many disputes as to who was first by the manner 
of his coronation, as the history of the dispute between the 
empire and the church shows. As some believe, the last of 
the kaisers, by pretensions to the crown of England when his 
srandmother died (pretensions not expressed, however, outside 
of the family circle) helped increase the dislike his uncle, Ed- 
ward VII, had for him and thereby may have persuaded Edward 
to the political course that resulted in the entente cordiale 
between Great Britain and France that made possible the coali- 
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tion against the prisoner of Doorn fifteen years ago. There was 
some excuse for Edward III, because he was just as near the 
vacant throne, by consanguinity, as Philip of Valois, while the 
Kaiser’s claim was based wholly on the female line. Men take 
the question of precedence just as seriously as the ladies, but 
they think it is to laugh when the womenfolk get into an argu- 
ment on the subject. 





Inauguration Is Near.—Inauguration day, in the eyes of 
folks living outside of Washington, may still be far away. It 
is not much more than around the corner, so far as folks here 
are concerned. In the latter days of January, Washington be- 
gan building inauguration parade stands. Some of them will 
be completed just an hour or two before Calvin Coolidge and 
Herbert Hoover ride to the Capitol, on a stand in front of which 
Hoover will take the oath of office—unless the day should be 
a duplicate of March 4, 1909, one of the worst inauguration days 
ever known. Only one telegraph wire carried the news of Taft’s 
oath-taking to the outside world that afternoon and night. 
Newspaper correspondents rode out of the city on trains that 
day to get their stories into New York, Philadelphia and other 
points, to be telegraphed to the rest of the country. The 
wireless between Philadelphia and Washington was supposed 
to be working, but a wireless message addressed to the writer, 
from Philadelphia, has not yet arrived. This inauguration will 
be something like the old-timers, but Hoover’s inclination has 
been to continue the simplicity that has marked them for a 
number of years. In the old days it used to take about three 
hours for the Pennsylvania militia to pass that given point the 
counters talk about and about as long for the other paraders. 
After the parade, while the jam known as the inaugural ball 
was going on, the Pennsylvania militiamen wrecked shops and 
fought with the Washington police, not being interested in the 
ball to any visible extent. But Washington business men, who 
are as thrifty as other merchants, carried through their plans 
this year to have a show on March 4, although the length of 
the parade is to be limited to about two hours. That is the 
program, but it will probably last five or six hours. The organ- 
izations that come here to parade cannot be locked up and they 
have a way of breaking down the stern-faced regular army offi- 
cers who have tried to bobtail a parade. 





Land Grant “Stealing” Talks to Be Expected.—Publication 
of the fact that the railroads are still claiming that the govern- 
ment owes them more than 26,000,000 acres of land because they 
have constructed the transportation lines the government 
thought the country needed in all probability will provoke 
heated observations about the stealing of public lands. The 
country has plenty of men, even on editorial tripods, that have 
difficulty in seeing even to the ends of their noses. They have 
no picture of hundreds of miles of prairies and woods without 
roads, let alone canals and railroads, giving access to markets 
where the products of farms might be sold. Pitiful as land 
grants to encourage the building of canals and roads now seem, 
only those who have had to cut their way through underbrush 
for half a mile or more and who deemed a corduroy road the 
essence of luxury can imagine how useless the forests and 
prairies were until there were roads and canals through them. 
Land was the most plentiful and the least valuable commodity 
the government had. But, even without thinking of the benefit 
that came indirectly from land grants that resulted in roads 
and canals, the fact is that the government, every year, by 
reason of land grant rates on railroads, is getting a fine rate 
of interest on an investment that did not cost it a cent of money. 
Any big land holder in an undeveloped part of the country right 
now is glad to furnish land for a factory or a town site devel- 
opment, at practically nominal cost, just for the benefit that 
will come to him from the development and the improving of 
the price of the rest of the land. Within forty years lots have 
been offered free to people who would start a building boom 
in a particular part of the city of Washington. The late Major 
George A. Armes, who, about forty years ago, tweaked the 
nose of Governor Beaver, of Pennsylvania, at inauguration time, 
made more than one such offer. 





Rejoice and Perspire.—Tidings of great joy to those who 
may have retained some of the melancholia induced by the theo- 
ries of Malthus and the lugubrious outgivings of the geologists, 
who, a few years ago, said there would be no coal or oil for 
any purposes. The news is brought by the Department of the 
Interior and the Department of Commerce. The former, in a 
recent statement by the Geological Survey, estimates that the 
government owned 30,000,000 acres of coal land containing two 
hundred billion tons of fuel available after the hundreds of 
billions on privately owned lands had been consumed. The 
annual consumption of coal at present is something like half 
a billion tons. Anyone familiar with the multiplication table, 
or the reverse of that useful article, may determine for himself 
how long the coal on government lands will last. In addition, the 
government owns lands containing about sixty billion barrels 
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of oil. The annual consumption now is about three-quarters 
of a billion, a considerable percentage of which is derived from 
land owned by the government. These data pertain to the fuels 
necessary for cooking and industrial processes. There is a 
suspicion that man could sustain life even if he were not able 
to cook his food, but, in view of the large supply of fuel, it may 
not be necessary to consider such an expedient. Going to the 
question of how to produce foods and thereby show how iill- 
advised Malthus was when he put forth his cheerless theory, 
it is merely necessary to state that the Geological Survey 
estimates that the government, on land owned by it, has usable 
quantities of phosphate and potash running into billions of tons. 
One of the reasons for a high death rate is the inability of a 
human being so to manage his business affairs as to keep out 
of the bankruptcy court. The Department of Commerce, with 
a view to lessening the number of commercial failures, has 
undertaken an autopsy on defunct retail establishments. The 
object is to find out the cause of death so as to enable intel- 
ligent beings to avoid the things that caused predecessors to 
fall down and go—! Prevention of commercial failures, the 
department believes, will smooth the way for those making 
use of the constitutional privilege to pursue happiness.—A. E. H. 


FESS CONSOLIDATION 
The Trafic World Washington Bureau 

Prospects for enactment at this session of Congress of a 
railroad consolidation bill were not much brighter as the result 
of Senator Fess, of Ohio, chairman of a sub-committee, sub- 
mitting to the Senate interstate commerce committee February 
2 a revised draft of S. 5029, a bill to authorize the unification 
of carriers engaged in interstate commerce. 

With the exception of details relating to the handling of 
securities in unifications of railroad properties and other changes 
not affecting the main purposes of proposed consolidation legis- 
lation as embodied in the Parker consolidation bill that is 
pending on the House calendar, the bill the Ohio senator placed 
before the committee is similar to the Parker bill. 

The day before the committee took up the bill, Senator 
Watson, of Indiana, chairman, made an appeal to committee 
members to attend the session February 2 to the end that a 
decision might be made one way or the other on the question 
of disposing of the proposed legislation. At the same time, 
however, he did not conceal the fact that, taking the committee 
as a whole, there appeared to be little desire to do anything 
on railroad consolidation legislation. 

A check on the members as they came out of the committee 
room, the meeting having been held behind closed doors, indi- 
cated that a majority of the nineteen members was not present. 
Among the members at the meeting were Chairman Watson 
and Senators Fess, Sackett, Smith, Wheeler, Black and Glenn. 

“Fifty-fifty,’ said Chairman Watson when asked what he 
thought the chances were for enactment of a consolidation bill 
at this session. 

Senator Fess indicated that he hoped at least to obtain a 
report from the committee on the bill before the end of the 
session. 

Senator Sackett, it was understood, expressed opposition to 
the provision in the bill relieving the Commission of the duty 
of preparing a plan for the consolidation of the railroads, and 
discussed quite at length reasons why he believed the Commis- 
sion should prepare a plan. The committee plans to hold an- 
other meeting at which Senator Fess will make argument in 
support of the bill. 

Provisions in the bill relieving the Commission of the duty 
of preparing a plan are regarded as most important by advo- 
eates of enactment of such a measure as the Fess or Parker 
bill and, it is believed, an effort to have them taken out will 
precipitate a substantial controversy. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 26 
totaled 926,188 cars, according to the car service division of 
the American Railway Association. 

Compared with the preceding week, this was a decrease of 
5,692 cars, with decreases being reported in the total loading of 
grain and grain products, live stock, coal and coke. All other 
commodities, however, showed increases compared with the 
same period. 

The total for the week ended January 26 was an increase 
of 23,524 cars over the corresponding week in 1928, but a de- 
crease of 17,691 cars“under the corresponding week in 1927. 

Revenue freight loading by districts the week ended Janu- 
ary 26 and for the corresponding period of 1928 was reported 
as follows: 





Eastern district: Grain and grain products, 6,212 and 7,292; live 
stock, 2,600 and 3,123; coal, 48,659 and 39,459; coke, 3,275 and 2,561; 
forest products, 5,169 and 5,786; ore, 1,109 and 1,094; merchandise, 
L. C. L., 66,036 and 64,292; miscellaneous, 82,947 and 77,083; total, 
1929, 216,007; 1928, 200,690; 1927, 215,204. z 

Allegheny district: Grain and grain products, 3,218 and 3,458; 
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live stock, 1,891 and 2,160; coal, 48,056 and 41,006; coke 5,706 
5,085; forest products, 2,844 and 2,621; ore, 1,147 and 1,159: me 
dise, L. C. L., 50,990 and 51,611; miscellaneous, 74,855 and Te 
total, 1929, 188,707; 1928, 177,145; 1927, 191,253. M45; 

Pocahontas district: Grain and grain products, 195 and 208: 
stock, 76 and 80; coal, 45,354 and 36,939; coke, 394 and 419/';,Ut 
products, 1,285 and 1,389; ore, 75 and 88; merchandise, L. ot 
7,323 and 7,249; miscellaneous, 4,255 ‘and 5,346; total, 1929, 58 957: L, 
51,711; 1927, 58,743. Oty 1928, 

Southern district: Grain and grain products, 4,118 and 4 895. lk 
stock, 1,847 and 2,273; coal, 28,914 and 27,226; coke, 923 and 593: fou® 
products, 19,666 and 19,858; ore, 1,091 and 1,166; merchandise’ Le 
L., 40,259 and 40,357; miscellaneous, 47,954 and 49,646; totaj 19 
144,772; 1928, 145,944; 1927, 154,203. : ’ 

Northwestern district: Grain and grain products, 10,788 ang 14,186: 
live stock, 8,100 and 10,049; coal, 9,708 and 7,916; coke, 1,784 ang 1143: 
forest products, 15,333 and 20,264; ore, 706 and 505; merchanilige 
L. C. L., 27,400 and 30,777; miscellameous, 28,251 and 29,179. total 
1929, 102,070; 1928, 114,614; 1927, 114,332. ; 

Central Western_ district: Grain and grain products, 17,067 and 
17,119; live stock, 9,743 and 12,187, coal, 20,931 and 17,454; coke 39 
and 375; forest products, 8,122 and 7,714; ore, 4,011 and: 3,455; mer. 
chandise, L. C. L., 32,620 and 33,673; miscellaneous, 45,797 and 46,140; 
total, 1929, 138,661; 1928, 138,117; 1927, 138,977. “oe 

Southwestern district: Grain and grain products, 6,340 and 6,99. 
live stock, 2,579 and 2,854; coal, 7,831 and 6,154; coke, 200 and 99: 
forest products, 7,420 and 8,449; ore, 428 and 379; merchandise, [' 
Cc. L., 16,198 and 16,676; miscellaneous, 36,018 and 33,491; total, 1999 
77,014; 1928, 74,445; 1927, 71,167. - . 

, Total, all roads: Grain and grain products, 47,938 and 53,310; live 
stock, 26,836 and 32,726; coal, 209,453 and 176,154; coke, 12,652 ang 
10,989; forest products, 59,839 and 66,081; ore, 8,567 and 7,846; mer. 
chandise, L. C. L., 240,826 and 244,635; miscellaneous, 320,077 ang 
310,923; total, 1929, 926,188; 1928, 902,664; 1927, 943,879. 


Loading of revenue freight in 1929, compared with the two 
previous years, follows: 


1929 1928 1927 
798,723 754,247 933, 890 
914,187 907,301 942731 
931,880 884,683 936,160 
926,188 902,664 943,879 


a —_—__———. omnis, 


3,448,895 3,756,660 


Week ended January 
Week ended January 
Week ended January 
Week ended January 

9 29 


WOON (Wass Aneawnedneesueaceaawawn 3,570,978 


MOTOR TRUCK AND FARMERS 


Modern transportation by motor truck is offering new 
opportunities for eastern farmers in competing with long rail 
hauls from distant commercial producing areas, according to 
Wells A. Sherman, of the Bureau of Agricultural Economics, 
Department of Agriculture, in a Farmers’ Week address at the 
University of Ohio, February 6. 

“IT believe that if all the facts could be known,” Mr. Sherman 
said, “we would find that the entire territory east of Chicago 
is rapidly increasing its total production of fruits and vegetables, 
and that many eastern cities are already receiving a larger per- 
centage of their total supply from relatively nearby sources 
than they were receiving five or six years ago. 

“Highway improvement and motor truck transportation are 
making it possible for many eastern farmers to grow some 
products which were out of the question when these farmers 
were dependent upon wagon transportation. Prior to the 
development of refrigeration, practically all of our fresh fruit 
and vegetable production was in the immediate vicinity of the 
large cities. Then with the commercial manufacture of ice, the 
states bordering on Mexico and the Gulf of Mexico began to 
invade the eastern markets with enormous supplies of fresh 
products at seasons when eastern growers could not produce 
them. Now some distant districts are competing with these 
growers during their own marketing season.” 

The motor truck, Mr. Sherman pointed out, was not only 
enabling nearby producers to meet this competition from distant 
producing areas, but was effecting far reaching changes in the 
agencies of distribution. One of these changes is the advent of 
the itinerant trucker or huckster who operates in fruits and 
vegetables in units of a small motor truck load. In some sections 
these men furnish a principal outlet for an increasing number 
of farmers who produce some fruit or truck as a part of a 
mixed agriculture. In other parts of the country where few of 
these products are grown, they operate almost wholly as dis- 
tributors from the railroad towns. 


DELEGATION OF 1. C. C. POWER 

Representative Summers, of Washington, has introduced 
H. R. 16883, a bill to amend section 17 of the interstate com 
merce act to give effect to the Commission’s recommendation 
that it be authorized to delegate power to individual commis- 
sioners and employes of the Commission to perform specified 
duties, and to consider and determine specified matters and 
subjects, subject to the general control and supervision of the 
Commission. 

The Commission believes that enactment of such legisla 
tion will enable it to dispose of business more promptly tha 
under the existing procedure. When Commissioner Eastmal 
recently explained to the House committee on appropriations 
the necessity for passage of such a bill, Mr. Summers said he 
would be glad to introduce it. 

Senator Fess, of Ohio, introduced in the Senate (S. 5718) 
a bill to amend section 17 of the act, along the lines proposed 
in the Summers Dill. 
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SOUTHWESTERN REVISION 


revision of the revision made by the carriers in 
a wih the Commission’s orders in No. 13535, Con- 
iidated Southwestern Cases, is to be made not later than 
9 ch 21. This readjustment is to be made in accordance with 
opinions ‘and findings made in the fifth supplemental report, 
written by Chairman Lewis, opinion No. 14062, 148 I. C. C. 613-20, 
further hearing, on the rates to and from the southwest. 
7 The most notable part of this feature of the case is that 
which has to do with the grouping of points, Chicago to Mil- 
waukee, both inclusive, namely North Chicago, Waukegan and 
zion, Ill., Kenosha, Racine and Milwaukee, Wis. In the revision 
that was ordered to be made effective July 8, 1928, the carriers 
cut the heretofore Chicago-Milwaukee group by omitting there- 
from places north of Evanston, Ill., to and including Milwaukee. 

The new finding is that North Chicago and Waukegan should 
take Chicago rates to and from all parts of the southwest. Mil- 
waukee, Racine, Kenosha and Zion are to take Chicago rates 
to and from destinations on and west of a line commencing at 
Harrisonville, Mo., thence via the Missouri Pacific through Rich 
Hill, Lamar and Carthage, Mo., to Joplin, Mo., thence via the 
Kansas City Southern to Neosho, Mo., and an air-line from 
Neosho to Laredo, Tex., called, in the report, the Neosho-Laredo 
line. From and to points east of the Neosho-Laredo line, Mil- 
waukee, Racine, Kenosha and Zion are to take rates 9 cents 
over Chicago. In cases where reasonably direct routes from 
points north of Waukegan pass through points east of the line 
to get to points on or west of the line, the rates on and west 
of the line, the report says, should be held as maxima at points 
east of the line on the reasonably direct routes. 

The Commission also ordered what it called minor changes 
in the groupings and differentials for traffic between Chicago, 
on the one hand, and points in western Oklahoma and western 
Texas on the other. 

Additional groups and rates have been prescribed on traffic 
between the southwest and Kansas City and between the south- 
west and Chicago. The rates and the group descriptions are 
as follows: 


Between Kansas City and Group 513-A, $2.39; between Kansas 
City and Group 513-B, $2.50; between St. Louis and Group 21-A, 
$2.62; between St. Louis and Group 21-B, $2.73. 

Group 21-A, 513-A: Points on the Tex. & N. Orleans R. R. west of 
Duncan Field to D’Hanis, inclusive; points on the International-Great 
Northern Railroad west of Devine to Stedman, inclusive; points on 
the San Antonio, Uvalde & Gulf Railway, Jourdanton to but not in- 
cluding Fowlerton; points on the San Antonio Southern Railway 
south of Kirk. 

Group 21-B, 513-B: Points west of Group 21-A lying on, south 
and east of the line of the Texas & New Orleans Railway from 
D’Hanis through Spofford to Eagle Pass, inclusive, and on and north 
of the Texas-Mexican Railway; also points on the Uvalde & North- 
ern Railway. 


In addition to the things mentioned and disposed of the 
Commission also heard testimony as to rates between the south- 
west and the upper peninsula of Michigan and points in Wiscon- 
sin outside of the Milwaukee group. It, however, did not make 
any findings in respect of those rates. It left them to be dis- 
posed of by negotiation among the interested parties. It said 
it expected them to advise it within 60 days as to rates from 
and to the areas mentioned. 


PIG LEAD RATE.PRESCRIBED 

The Commission, by division 4, in No. 18877, A. Marx & 
Sons, Inc., vs. Louisiana Railway & Navigation Co. et al., has 
found applicable but unreasonable the sixth class rate, $5 cents, 
on two carloads of pig lead, shipped from Baton Rouge, La., to 
Atlanta, Ga., in October, 1923, to the extent it exceeded or may 
exceed 59 cents, awarded reparation and prescribed the new rate 
to be made effective not later than March 30. Thé pigs were 
made by melting lead that had been used as tank linings which 
had been scrapped. The pigs were billed as scrap but the car- 
riers exacted the pig rate. A commodity rate of 38 cents, estab- 
lished after the shipments were made, was suggested as the 
proper basis for reparation. The Commission, however, took the 
hew seventh class rate established as a result of the Southern 
- aad Rate Investigation as its guide in disposing of this com- 
Plaint. 


CORN STARCH FOR KNOXVILLE, TENN. 


The Commission, by division 4, in No. 19146, Knoxville 
Freight Bureau et al. vs. Southern et al., has found rates on 
corn starch, carloads, from Chicago, Ill., to Knoxville, Tenn., not 
unreasonable but unduly prejudicial to the extent they exceed 
the contemporaneous rates to Johnson City, Tenn. The undue 
Prejudice is to be removed not later than March 30. The in- 





terest in corn starch at Knoxville is not for use as pudding but 
for use in the making of cotton piece goods. The Commission 
said it could see no reason for rates to Knoxville higher than 
to Johnson City, where competitors of the Brookside Mills, for 
the benefit of which the complaint was filed, are located. A 
rate of 52.5 cents is in effect. Northern carriers named in con- 
nection with the transportation involved in this case, the report 
said, were participants in a rate of 41 cents to Johnson City. 

There was no fourth section issue in respect of the rates 
to Johnson City and Knoxville as destinations but there was an 
issue on traffic going to Virginia Cities beyond over some of 
the routes. A number of fourth section applications were set 
down for hearing in this case but they were consolidated with 
fourth section application No. 1625 for report hereafter. They 
were set for hearing in this case because the complaint alleged 
fourth section violations. 


SWITCHING AT HAGERSTOWN, MD. 


A switching practice of the Pennsylvania at Hagerstown, 
Md., has been condemned in No. 18452, D. A. Stickell & Sons, 
Inc., et al. vs. Pennsylvania, as resulting in overcharges on grain 
switched from its rails to the mill of the complainants on the 
Western Maryland, on a transit arrangement, and then returned 
to the rails of the Pennsylvania. The complainants contended 
that the tariffs of the Pennsylvania provided for the absorption 
of the charges of the Western Maryland because the absorption 
section said the charges of connecting lines on “all freight” 
would be absorbed. The Pennsylvania claimed that the words 
did not cover freight moving under transit arrangements. The 
tariff provision was changed May 14, 1926. The Commission 
held that on shipments leaving points of origin after May 14, 
1926, the charges were applicable and had not been shown to 
have been or to be unreasonable or otherwise unlawful; on ship- 
ments prior to May 14, 1926, within the statutory period, the 
charges were illegal to the extent they exceeded the line-haul 
rates plus the transit charges and awarded reparation. 


LIVE STOCK BEDDING 


On account of differences in climatic and transportation 
conditions, the Commission, by division 3, in I. and S. No. 3164 
and I. and S. No. 3184, bedding of cars for live stock for ship- 
ments in the southwest, has declined to allow the southwestern 
railroads to put into operation, rules, regulations and charges 
governing the bedding of cars to be used for live stock ship- 
ments which are the same as those formulated by division 1, in 
Bedding Charges for Live Stock, 128 I. C. C. 167, for use in 
western trunk line and central territories. It has found not 
justified the rules, regulations and charges contained in sched- 
ules filed by the southwestern lines to be effective, by reason 
of postponements, on April 12 and May 22. 

Some of the railroads in western trunk line territory have 
put the rules, regulations and charges suggested by division 
1, as a substitute for those they proposed, into effect. No cen- 
tral territory lines, however, have availed themselves of the 
permission to establish the rules, regulations and charges de- 
vised by division 1. 

“A proper respect for our recent holding,” said Commis- 
sioner Porter, “compels me to dissent.” 

Mr. Porter said he could not see any sufficient difference 
in climatic and transportation differences between the south- 
west and the other territories over which Commission-made 
regulations could be made operative to warrant the finding of 
non-justification. 

The southwestern railroads proposed the rules and regu- 
lations that had been approved by division 1 in the interest of 
uniformity, a thing which Commissioner Porter said was de- 
sirable. 





CINCINNATI PLUG TRACK HAY 


The Commission, by division 3, in No. 16821, Henry W. 
Brown & Co. vs. Erie, on further hearing, has affirmed the find- 
ing in its former report, 109 I. C. C. 109, that the charges assessed 
on hay, inspected at Cincinnati, O., and reforwarded to inter- 
state destinations, are applicable and not unreasonable. The 
question was as to the legality and reasonableness of the charges 
assessed on cars held for inspection on the plugging or plug 
track of the Cincinnati Hay & Grain Exchange, one of the con- 
tentions being that the plug track was not a hold track of the 
carriers, holding of hay on which, for inspection, brought into 
play the charge for inspection on hold tracks>of the carriers. 
The Commission said the record was persuastive that the plug 
track in reality was a substitute for a hold track of the car- 
riers, located conveniently to shippers and receivers of hay 












































































who received the service up to the track under absorptions by 
the line-haul carriers. 


PETROLEUM FROM COLORADO, TEX. 


Two reports not having convinced the railroads that they 
should not make their rates on petroleum and its products 
higher from Colorado, Tex., to Louisville, Ky., than from Ranger, 
Tex., the Commission, by division 5, in I. and S. No. 3143. 
petroleum from Colorado, Tex., to Louisville, Ky., has given 
them the benefit of a third report. It has condemned their 
effort to increase the rates from Colorado, directed the cancella- 
tion of the suspended tariffs and discontinued the proceeding. 

In Petroleum from Colorado, Tex., to Louisville, Ky., 144 
I. C. C. 58, decided May 26, 1928, the Commission said it found 
not justified the rates proposed in the suspended schedules. 
The carriers explained that they put forward the same proposal 
in these suspended tariffs because the findings made last May 
were based upon Midcontinent Oil Rates, 1925, 132 I. C. C. 103, 
and 136 I. C. C. 140 upon a misconception of the facts. The 
second report that rates from Colorado higher than from Ranger 
were not justified was given in Midcontinent Oil Rates, 132 
I. C. C. 1038. The Commission, in this report, says that the 
record in the instant proceeding does not warrant any different 
conclusion, especially in view of the fact that Colorado and 
Ranger have the same rates to St. Louis, Mo. 

The proposed rates would have removed unauthorized fourth 
section departures. The Commission said the respondents in 
this case would be expected to take promptly the necessary 
steps to remove any unauthorized fourth section departures. 








































































PLASTER, WALL AND BOARD 


A rule for the making rates on plaster board, in mixed car- 
loads with wall plaster, by combination, almost as complicated 
as the Einstein equations, has been condemned in I. and S. No. 
3166, plaster board from and to points in southern territory. In 
a report written by Commissioner Farrell, the Commission, by 
division 5, has found the proposed rule not justified, directed the 
cancellation of the suspended schedules and discontinued the 
proceedings. 

The new rule proposed by the carriers said that where rates 
on wall plaster were made on combination and there were no 
specific rates on plaster board, the rates on the board, in mixed 
carloads, would be made by adding 3.5 cents to each separately 
published rate factor applying on wall plaster. It added that 
such factors were not to be subject to treatment under the Jones 
rule for making combinations. 

This rule was proposed as something to settle a controversy 
that had existed since 1924 as to the meaning of present rules in 
Dulaney’s exceptions to southern classification, I. C. C. No. 25. 

Commissioner Farrell made an exposition of the varying 
contentions not much simpler than those put forth by the author 
of the relativity idea in explanation of his latest theory. Sum- 
ming it up, however, he said the effect of the proposed rule was 
to make the difference in transportation rates, as between wall 
plaster, on the one hand, and plaster board on the other, where 
rates were made on combination, depend upon the number of 
factors instead of upon differences in transportation conditions. 
He said the Commission saw no justification for such a discrimi- 
nation as would result from the use of such a rule. He said the 
record was not sufficient to form the basis for a readjustment of 
the varying rates on plaster board and wall plaster in southern 
territory. 


PULPWOOD FROM CANADA 
The Commission, by division 4, has dismissed No. 20117, J. 
Fred Amsden vs. Temiskeming & Northern Ontario et al., find- 
ing that it had not been shown that the rates charged on ship- 
ments of pulpwood from Nellie Lake, Niddville and Devonshire, 
Ont., Canada, to Lockport, N. Y., were in violation of section 4. 


LOG CASE DISMISSED 
An order of dismissal has been made in No. 20604, Perrine- 
Armstrong Co. vs. Pennsylvania, the Commission, by division 4, 
finding not unreasonable or otherwise unlawful the rates from 
Gambier and Smithville, O., to Fort Wayne, Ind. The shipments 
were made between March, 1924, and December, 1926. 





ROSIN SIZE CASE AFFIRMED 


The Commission, on reconsideration, in No. 18775, North- 
west Paper Co. vs. Chicago, Milwaukee & St. Paul et al., has 
affirmed the findings of division 3, in 139 I. C. C. 682, that -a 
rate of 29.5 cents on rosin size, carloads, from North Milwaukee, 
Wis., to Cloquet, Minn., was unreasonable to the extent it ex- 
ceeded 26.5 cents and that the complainant was entitled to 
reparation. The Commission reopened the case for further con- 
sideration on the application of the complainant and the inter- 
vener, the latter the Vera Chemical Co. They asserted that 
the Commission gave too much consideration to rates placed 
in comparison with the rate they had attacked. In answer to 
three such contentions the Commission, in this report, said that 
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from the standpoint of distance the rate prescribed com 
favorably with comparative rates which the complainant tho 
had been given too much weight. Commissioner Campbelj Doted 
a dissent. 


BUILDING TERRA COTTA 

The Commission, by division 4, in No. 20739, New You 
Architectural Terra Cotta Co. vs. Central of New Jersey et a) 
has found unreasonable the carload rate on building terra eptt, 
from Long Island City and Brooklyn, N. Y., to Reading, Pa. to 
the extent it exceeded or may exceed 17.5 cents, awarde 
reparation and prescribed the rate to be made effegtive po 
later than March 30. 


PITCH CARBON COKE MINIMUM 


The Commission, by division 4, in No. 20916, F. J. Lewis 
Manufacturing Co. vs. Baltimore & Ohio, has condemned gg 
unreasonable the carload minimum on pitch carbon coke, the 
commodity from which are made electric arc carbons and which 
is also used in metallurgical processes, from Fairmont, W, Ya, 
to Baltimore, Md., for export to the extent it exceeds, in cars 
of a marked capacity of 100,000 pounds, 70,000 pounds. The ney 
minimum is to be published not later than March 30. At present 
the minimum is 90 per cent of the marked capacity of the car 
The complainant asked for a minimum of 50,000 pounds for 
100,000 pound cars, the average loading of sixteen cars mep. 
tioned in the testimony having been 70,750 pounds. 





AUTOMOBILE DEMURRAGE 


Demurrage was properly assessed on shipments of auto. 
mobiles at Birmingham, Ala., which moved to that point from 
various points of origin on “shipper’s order, notify” bills of 
lading, at times not set forth. The Commission, by divisien 5 
therefore, has dismissed No. 19922, Hammond Motor Co. et al. 
vs. Alabama Great Southern et al. Some of the shipments were 
unloaded by the carriers and storage charges equal to the 
demurrage charges were assessed. The complaining automobile 
dealers contended that that was wrong, because the tariffs said 
that storage would be charged when the lading was put into 
warehouses “owned and operated by railroads as exclusively 
storage warehouses.” The railroads pointed out that the stor. 
age was in the regular automobile terminals of several of the 
defendants and not “exclusively storage warehouses.” The 
dealers claimed the benefit of the unclaimed rule, but the Com- 
mission said that the complainants did not even claim that the 
consignors, who were also consignees, were their agents. There- 
fore, the Commission said, the rule in Republic Coal Co. vs. 
Cc. St. P., M. & O., 85 I. C. C. 331, did not apply. It dismissed 
the case on the authority of Sengel Motor Co. vs. K. C. S. (See 
Trafic World, February 2.) The report covers a sub-number, 
D. & S. Motor Co. et al. vs. L. & N. et al.; No. 20026, Hammond 
Motor Co. vs. Mobile & Ohio et al., and a sub-number, Same vs. 
Illinois Central et al. 


COPPER, BRASS AND BRONZE 


A finding of unreasonableness for the future but not in the 
past has been made in No. 19755, Ajax Metal Co. et al. vs. 
Baltimore & Ohio et al., as to the rates on copper, brass and 
bronze ingots, pigs, slabs, bars, cakes, scrap borings, turnings, 
ashes, skimmings, sweepings, and washings, from points in 
New Jersey, Pennsylvania and New York to destinations in 
Connecticut, Delaware, Maryland, Massachusetts, New York, 
Pennsylvania, Rhode Island, New Jersey, West Virginia and 
Virginia. The Commission, by division 4, has found the rates 
unreasonable for the future to the extent they may exceed 
others constructed on the bases set forth in Brass, Copper and 
Bronze Ingots, 118 I. C. C. 725. Rates on the bases prescribed 
in that case became effective generally on January 27, 1927. 

In that case the Commission said that on a much broader 
record than this one, it approved sixth class as the basis for 
ingot and other articles rated fifth class in official territory, 
subject to a maximum of 40 cents between New York and Chi- 
cago, scaled on the regular percentage basis at other points in 
central territory, except between New York and points in the 
60 per cent group (around Pittsburgh), where a maximum rate 
of 27 cents was approved, with rates from and to other points 
made on the usual differential basis. Eighty-five per cent of 
the rates approved on the articles of greater value was ap 
proved as the basis for rates on the residues, ashes, skimmings, 
and so forth. 

The Commission said that in a number of cases since that 
one, which it called a general readjustment, it had considered 
the question of rates in the past and came to the conclusion 
that there should be no finding under which reparation would 
have to be made. It found no reason, it said, for a finding of 
unreasonableness in the past than existed in the group of cases 
in which reparation was denied. 

No order was issued in this case, but the Commission said 
it expected the carriers to establish rates not in excess of those 
found reasonable in this report, not later than March 30. The 
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INDIANA GRAIN ADJUSTMENT 


ission, by division 3, in No. 20104, Farmers Ele- 
; ~ ea oe, or tm Hon Indianapolis & Louisville, dealt with 
— “two divisions of the Monon. Elevators at Guernsey, 
ree and Yeoman, Ind., alleged that a local commodity 
ny oe their towns to Chicago, Ill., 138 cents per 100 pounds, 
a unduly prejudicial to them and unduly preferred Monon, 
ao esville, Reynolds, Smithson, Chalmers and Brookston, Ind., 
Ai points on the Louisville division extending from Louisville, 
all o Chicago, Ill. The complainants are on the Chicago-Indi- 
Ay polis division. The Commission found that the assailed rate 
was not unreasonable but to the extent it was applicable from 
Guernsey, Monticello and Yeoman to Chicago on grain reshipped 
over lake or lake-and-rail lines it was, is and will be unduly 
prejudicial to the complainants and unduly preferential of their 
competitors to the extent it exceeded, exceeds or may exceed 
the rate contemporaneously applicable to Chicago from Rey- 
nolds, Smithson, Chalmers and Brookston and by more than 1.5 
cents the corresponding rate from Monon and Francesville. The 
report said the record did not contain sufficient proof of damage 
to support an award of damages. The undue prejudice is to be 
removed not later than April 20. 


PAPER BOARD FORMULA 


The Commission, by division 3, in No. 19487, Scharff-Koken 
Manufacturing Co. vs. Santa Fe et al., has rejected the formula 
for making rates on strawboard, chipboard, and other paper 
poards, proposed by Isaac Born and Ferdinand Born, attorneys 
for the complainant. It has dismissed the complaint, finding 
the rates on the commodities designated, from Eaton, Terre 
Haute, Vincennes and Wabash, Ind., Monroe and Three Rivers, 
Mich., Baltimore and St. Mary’s, O., to St. Louis not unreason- 
able or otherwise unlawful. 

Under the Born formula the rates would be brought down 
from 90 per cent of sixth class. The boards are rated fifth 
class. The Commission, in Official Classification Rates on 
Paper, 38 I. C. C. 120, prescribed 90 per cent of sixth. The 
complainant asked for 70. 

Complainant, by formula, said the Commission arrived at 
certain ratios and contended that those ratios indicated to some 
degree the relationship that the rates on boards should bear 
to rates on various other commodities. The Commission said 
the ratios reflected only the factors of commodity values, aver- 
age loading, gross weight per car and contents, inclusive of 
the empty movement. By application of the ratios to published 
rates on other commodities taking commodity rates, tentative 
rates on boards, the Commission said, were found. Those rates, 
it said, were alleged to produce revenue equivalent to that pro- 
duced by the base rates, allowing for the difference in the 
factors enumerated. The percentages that the _ tentative 
rates bore to sixth class rates were then computed and 
the resultant percentages compared with 90 per cent. In 
every instance, the report said, the percentages which the ten- 
tative rate bore to the sixth class rates was considerably below 
90 per cent, and, except in four out of fifty-four comparisons, 
considerably under 70 per cent of sixth class. 

The Commission said the formula embraced selected com- 
modities, which, by exceptions to the classification, took com- 
modity rates. The formula, it said, relegated all the reasons for 
the exceptions, which caused commodity rates to be given and 
thereby made the rates on such specialized traffic lower than 
the classification basis and put the commodities into one group 
and determined the relationship of boards to selected commodi- 
ties of that group by the limited factors of average loading, 
gross weight (empty and loaded movement) and value only. 

“We are not convinced,” said the Commission, “that those 
results, circumscribed as they are, form a proper basis for 
condemning the present rate adjustment, and reiterate that 
the reasonableness of rates is not a matter of mathematical 
computations or formula, but is one which necessitates con- 
sideration of the various elements of rate making.” 


LUMBER IN NEW ENGLAND 


Ex-vessel lumber rates, sixth class, from Providence, R. L., 
and Poughkeepsie, N. Y., to destinations in New York, Connecti- 
cut, Massachusetts and Rhode Island, on the New Haven, about 
which two big lumber companies have been so earnestly contend- 
Ing that the Shipping Board, steamship lines, lumber associa- 
tions and municipalities have become interested, have been con- 
demned as unreasonable in No. 18017, A. C. Dutton Lumber Cor- 
Doration vs. New Haven et al. and No. 17991, City of Provi- 
dence vs. New Haven. The report in these cases was written by 
Commissioner Woodlock. Division 4, which made the decision, 
found that the rates were not unduly prejudicial. From that 
Commissioner Eastman dissented. 

‘So far as the situation here presented is concerned,” said 
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Mr. Eastman, ‘‘the record is wholly lacking in any evidence that 
the preference accorded to the (Weyerhaeuser) Timber Co. was 
demanded by the public interest, either to stimulate competition 
or for any other reason.” 

Equalization of Providence, R. I., and Portsmouth, R. I., the 
timber company having a plant at Portsmouth for the distribu- 
tion of Pacific coast lumber, was one of the causes of complaint. 
The Dutton Co. has plants at Poughkeepsie, on the water front 
and Providence, R. I. The rate situation was said to involve 
section 500 of the transportation act. 

“The result of this grouping of Providence and Portsmouth,” 
said Commissioner Woodlock, “gives the timber company at 
Portsmouth the Providence rate in the highly developed and 
populous district of southern New England to the west and 
north of Providence, including all of Connecticut and the greater 
portion of Rhode Island and gives the Dutton company at Provi- 
dence the Portsmouth rate to the more liimited market in the 
territory east of Portsmouth and extending to Cape Cod. Where 
the sixth class rate is less than 10 cents, there is no equaliza- 
tion. The action of the New Haven has resulted in placing the 
timber company on a rate parity with the Dutton company in 
nearly all of the important markets outside of the Providence 
10-mile limit, thus offsetting in great part the advantage, as a 
wholesale distributor which the Dutton company now exclu- 
sively enjoys in Providence by virtue of its lease with the city” 
(for the exclusive use of the municipal wharf in the Dutton com- 
pany’s line of business). 

Commissioner Woodlock said that no stress was laid upon 
the allegation of undue prejudice as between Poughkeepsie and 
Portsmouth. He said that the record convinced the Commis- 
sion that the level of the New Haven’s lumber rate from Provi- 
dence and Poughkeepsie should approximate the level of the 
commodity rates from Boston maintained by the Boston & 
Albany and the Boston & Maine and the similar rates from 
Poughkeepsie in which the Boston & Albany joined. He said 
that the distance scale prescribed in the findings was con- 
structed on such a basis. 

The scale, in accordance with which rates are to be estab- 
lished not later than April 10, begins with 6.5 cents for the initial 
distance of over 5 but not more than 10 miles, becomes 10.5 
cents at 50 miles, 13 cents at 75 miles, 14.5 cents at 100 miles, 17 
cents at 150 miles, and runs out with 10 cents for distances over 
190 miles but not exceeding 220 miles. 


FERTILIZER TO OKLAHOMA 


Findings of unreasonableness, undue prejudice and of viola- 
tion of the fourth section have been made in No. 17302, Hope 
Fertilizer Co. vs. Arkansas Western et al., as to the rates on 
fertilizers and fertilizer compounds, in straight or mixed car- 
loads, from Hope, Ark., to destinations in Oklahoma. The 
Commission, by division 3, has found the rates out of line to 
the extent they exceeded the basis prescribed in the South- 
western Cases and awarded reparation. Reparation is to be 
calculated in accordance with the rules for computing distances 
laid down in the cases mentioned. Commissioner Campbell 
concurred except as to the method for calculating distances. 


HAY INSPECTION CHARGES 

The Commission, by division 3, in No. 19475, Gateway Hay 
Company et al. vs. Union Pacific, has found that the inspection 
charges on about 2,000 cars of hay, shipped from interstate 
points to Kansas City, there inspected and reshipped to points 
beyond, in 1924, 1925 and 1926, were inapplicable and awarded 
reparation. Inasmuch as the charges have been discontinued 
the only question was one of reparation. The Commission 
found that the Union Pacific held itself out to make delivery 
of hay shipments on a hold track where they were also in- 
spected. In cases in which the hay was unloaded while the 
cars were held on the hold track no charges were assessed. 
In cases where they were reshipped the charges were collected. 
One was for inspection and the other for disposition. 

The Commission held that delivery was made on the in- 
spection tracks and that the inspection and delivery charges 
were inapplicable because delivery was taken on that track by 
those who later had the hay forwarded to other points. It said 
that while this proceeding did not directly bring in issue the 
rates charged beyond Kansas City, it followed from its conclu- 
sion that where proportional rates were applied thereto such 
rates were inapplicable. It said it also followed that the Union 
Pacific’s switching charge was applicable to each of the ship- 
ments in question. 


Cc. N. S. & M. CASE DISMISSED 


The Commission issued a decision, February 8, in No. 20516, 
George B. Hild et al. vs. Chicago, North Shore & Milwaukee 
Railroad Company, in which it was alleged that the carrier had 
issued securities without approval of the Commission, holding 
that the complaint did not seek affirmative relief but merely 
asked an expression of opinion as to whether the security sec- 
tion of the act had been violated by the carrier. The Commis- 
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sion held that the complaint did not present a matter properly 
before it for decision, and therefore dismissed it. 


COMMISSION REPORTS 


No. 20773, A. L. Shafton & Co. vs. A. C. L. et al. By divi- 
sion 4. Reparation of $45.72, with interest, awarded on finding 
that rate on carload grapefruit, Lake Hamilton, Fla., to Stevens 
Point, Wis., was unreasonable to extent it exceeded rate of 
$1.245 to Marshfield, Wis. Complainants required to file affi- 
davit they paid and/or bore charges. 

No. 20794, Peterson Biddick Company vs. C. B. & Q. et al. 
By division 4. Rates on live poultry, Wadena, Crookston, Thief 
River Falls, Strathcona and Roseau, Minn., to Minnesota Trans- 
fer, Minn., destined to Chicago, IIl., applicable. 

No. 20943, Twin City Forge & Foundry Company vs. D. S. 
S. & A. et al. By division 4. Reparation of $77.70, with inter- 
est, on finding that rate charged on carload lump iron ore, Re- 
public, Mich., to Stillwater, Minn., unreasonable to extent it 
exceeded $4.25 per ton, 2,240 pounds. 

No. 20980, E-Z Opener Bag Company vs. N. C. & St. L. et 
al. By division 4. Reparation of $37.60, with interest, on find- 
ing that rate charged on three carloads lime, Burns, Tenn., to 
Braithwaite, La., inapplicable and that applicable rate was $3.70. 

No. 20436, Commerce Petroleum Company vs. Santa Fe et 
al. By division 5. Rates on crude, fuel and gas oils, carloads, 
points in Kansas, Oklahoma, Arkansas, Louisiana and Texas, 
to Northfield, Ill, not unreasonable but unduly prejudicial to 
extent, for present and future, they exceed by more than 1.5 
cents the contemporaneous corresponding rates to Weber, III. 
Reparation denied for want of proof of damage. 

No. 20661, Bert Kilmer vs. Santa Fe et al. By division 4. 
Dismissed on finding that rates charged on gasoline and kero- 
sene, in tank-car loads, Augusta, Kan., Boynton, Bristow and 
Ponca City, Okla., to Winnebago, Neb., not unreasonable. 


SUSPENDED TARIFFS 

In I. and S. No. 3232, the Commission has suspended from 
February 1 until September 1 schedules as published in sup- 
plement No. 18 to Consolidated Classification, Lawrence’s 
I. C. C. No. 49, Fyfe’s I. C. C. No. 18 and Dulaney’s I. C. C. 
No. 23, and supplement No. 7 to Galligan’s I. C. C. No. 119. 
The suspended schedules propose, generally, to increase the 
classification ratings on set-up paper boxes, glass-packed foods, 
fiber or straw mats, roofing, soya and velvet beans and cowpeas, 
and oil and gas separating tanks. 

In I. and S. No. 3233, the Commission has suspended from 
February 1 until September 1 schedules as published in supple- 
ment No. 35 to St. Louis-San Francisco I. C. C. No. 8655, sup- 
plement No. 3 to Missouri Pacific I. C. C. No. A-7283, supple- 
ment No. 6 to Kansas City Southern I. C. C. No. 4544, and 
other tariffs issued by these carriers. The suspended schedules 
propose to cancel the application of the Kansas City, Mo., basis 
of proportional rates from various interior junction points lo- 
cated in southwest Missouri and southeast Kansas on ship- 
ments of grain, grain products and hay destined to points in 
Arkansas, Mississippi, Missouri, Illinois, Oklahoma and Texas, 
which would result in higher joint through rates or combination 
rates on this traffic. The following is illustrative: 


From Blue Rapids, Kans., to St. Louis, Mo., on corn, present 28; 
proposed 33.5. From Fulton, Kans., to Marianna, Ark., on hay, present 
‘. 


5, proposed 41.5. Rates in cents per 100 pounds. 


» 
a) 


In I. and S. No. 3234 the Commission has suspended from 
February 2 until September 2 schedules as published, Boyd’s 
I. C. C. No. A-1943, Cottrell’s I. C. C. No. 737, Glenn’s I. C. C. 
No. A-960 and various other tariffs of agency and individual 
lines issue. The suspended schedules propose to revise rates, 
rules and regulations applicable on fresh meat, packing-house 
products and related articles to, from and between points in 
southern territory east of the Mississippi River. 

In I. and S. No. 3235, the Commission has suspended from 
February 2 until September 2 schedules as published in Johan- 
son’s I. C. C. No. 2089, and in schedules of Boyd and individual 
lines. The suspended schedules propose to revise rates on 
fresh meats, packing-house products and related commodities 
from, to and between points in southwestern territory, in pur- 
ported compliance with the Commission’s decision in Investiga- 
tion and Suspension Docket No. 2595, and related cases. 


COMMISSION ORDERS 


Finance No. 7301, application of Canton & Carthage for cer- 
tificate to operate over logging railroads of Pearl River Valley 
Lumber Co. and Marietta Lumber Co. in Madison, Leake, Ne- 
shoba and Rankin counties, Mississippi. Citizens of Leake 
county, Mississippi, permitted to intervene. 

Finance No. 7284, application of Texas-New Mexico for cer- 
tificate to construct and operate a line of railroad in Lea county, 
New Mexico. Marland Production Co. permitted to intervene. 

No. 21673, San Pedro Chamber of Commerce et al. vs. Santa 
Fe et al. California & Hawaiian Sugar Refining Corp. and 
Western Sugar Refinery permitted to intervene. 

No. 20428, Saco-Lowell Shops vs. New Haven et al. 
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petition of defendants for rehearing or reargument and 
ponement of effective date of order is denied, in go far ac 3, 
requests postponement of effective date of order. a8 i 

No. 16845 (and Sub. Nos. 1 to 7, inclusive), Iola Comen 
Mills Traffic Association et al. vs. Alabama & Vicksburg an 
and No. 16988, Oklahoma Portland Cement Co. yg. Alab al, 
Vicksburg et al. The effective date of the order of July . 
1928, as amended, has been further postponed until March : 
1929, and defendants have been required to establish rates . 
scribed in said order, as amended, upon notice to this Cy 
mission and to the general public by not less than 10 dan 
filing and posting in the manner prescribed in section 4 ot th 
interstate commerce act, instead of 30 days’ filing ang Dostin 
as originally provided in said order. g 

No. 21510, F. W. Tunnell & Co. vs. Long Island et aj, Amer 
ican Agricultural Chemical Co. permitted to intervene, 

No. 21662, Fall River Chamber of Commerce on behaje y 
East Freetown Saw Mill Co. vs. Boston & Maine et al, Ney 
Bedford Board of Commerce permitted to intervene. 

No. 21510, F. W. Tunnell & Co. vs. Long Island et al, |, p 
Thomas & Son Co. permitted to intervene. pe 

No. 21598 (Sub. 1), Board of Railroad Commissioners of 
State of South Dakota vs. Chicago & North Western ¢ 4 
Southern Wyoming Coal Operators’ Association permitted j 
intervene. 

No. 21673, San Pedro Chamber of Commerce et al. vg, Santa 
Fe et al. Calumet & Arizona Mining Co., New Cornelia Copper 
Co. and Phelps Dodge Corporation permitted to intervene, 

No. 15912, Ohio Farm Bureau Federation et al vs. Ahnape 
& Western et al.; No. 19901, Armour Fertilizer Works vs, Akron, 
Canton & Youngstown et al., and No. 20235, National Fertilize 
Association, Inc., vs. Akron, Canton & Youngstown et al. The 
order of July 11, 1928, which was by its terms effective October 
5, 1928, and which was subsequently modified so as to become 
effective March 5, 1929, has been further modified so ag to 
become effective October 5, 1929, upon statutory notice. 

No. 19303, Utah Shippers’ Traffic Association vs. Oregon 
Short Line et al., and No. 19706, Utah Shippers’ Traffic Asso. 
ciation vs. Milwaukee et al. The order heretofore entered in 
these proceedings on October 17, 1928, has been modified so 
as to require establishment of rates prescribed therein to des. 
tinations on lines of defendant Southern Pacific in Oregon only 
via Portland, Ore. 

Finance No. 7354, application of South Plains and Santa Fe 
for certificate to construct a branch line of railroad in Lea 
count, New Mexico. Texas-Mexico permitted to intervene. 

No. 21809, Traffic Bureau, Moline (Ill.) Association of Com- 
merce et al. vs. Alton & Eastern et al., and No. 21786, Traffic 
Bureau, Davenport (la.) Chamber. of Commerce et al. vs. Alton 
& Eastern et al. Standard Oil Co. (Ind.) permitted to intervene. 

No. 20961, Rockland & Rockport Lime Corp. vs. Me. Cen- 
tral et al. New England Paper & Pulp Traffic Association per- 
mitted to intervene. 

No. 21624, Hinde & Dauch Paper Co. vs. Akron, Canton & 
Youngstown et al. North Star Strawboard Mills permitted to 
intervene. 

No. 21748, Interstate Amiesite Co. vs. Southern et al 
Macasphalt Corporation of America permitted to intervene. 

No. 21474, Little Rock Chamber of Commerce et al. vs. 
Aberdeen & Rockfish et al. New Orleans Joint Traffic Bureau 
permitted to intervene. 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
et al. Traffic Bureau of Davenport (Ia.) Chamber of Commerce 
permitted to intervene. 








EMPTY RETURNED CONTAINERS 


Although the decision has not heen made, the probabilities, 
it is believed, are that the Commission will set down I. and §. 
No. 3130 and I. and S. 3228 for hearing at the same time. The 
first mentioned is the outgrowth of the schedules filed last June 
in supposed compliance with the Commission’s decision in Cot 
solidated Southwestern Cases. The other is the suspension pro- 
ceeding created by the suspension of the schedules proposing 4 
higher rating and rates on empty returned containers. (See 
Traffic World, January 26, p. 217). The first mentioned case 
covers some schedules pertaining to empty returned containers. 

A large number of shippers have shown an interest in the 
question of the rating and rates to be placed on the empty cor 
tainers that are being sent back to be filled with revenue pro 
ducing commodities, either by protests asking for suspension of 
the tariffs, or by requests to be advised as to times and places 
of hearings. Among protestants other than those mentioned in 
the report about the suspension of the tariffs are: National 
Biscuit Co., Loose-Wiles Biscuit Co., Omaha Flour Mills, West- 
ern Newspaper Union, Pioneer Glass & Paint Co., Pittsburgh 
Plate Glass Co. and Paxton & Gallagher Co. 
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You may either write or wire our Washington office 

for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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12,000 MiILes oF Coa 


in a single year 
on the PENNSYLVANIA 


RECENTLY at the Pennsylvania Railroad docks in 
Sandusky, Ohio, a record was made when 75,000 tons 
of coal were unloaded into lake boats within a 24-hour 
period. This involved the dumping of the contents of 
1,254 coal cars into 12 lake boats. 


Such records are not as unusual as they might 
seem—on the Pennsylvania. During a single year 
the total coal tonnage of the Pennsylvania Railroad 
was 115,509,174—enough coal to form four trains of 
fifty-ton cars, reaching from Philadelphia to San 
Francisco, with a fifth, just a little under size, 
reaching from Philadelphia to a point half way 
across the State of Nevada. This is more coal than 
is hauled by any other railroad in America. 


Such a gigantic task involves both responsibility 
and opportunity. A responsibility, because of the 
dependence of industry on this most vital source of 
energy to turn the wheels of business. An oppor- 
tunity, because it gives another test of Pennsylvania 
service in delivering freight safely and on time. 

Almost every Pennsylvania freight train runs on 
schedule like a passenger train. That means 75,000 
to 90,000 freight trains each month, nearly all running 
on schedule—and executing that schedule with a 
regularity and on time dependability of performance 
which challenges the records of passenger trains. 
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In the panel below are listed six Pennsylvania freight 
trains which have won individual names for the 
brilliancy of their performances. 























The thousands of anonymous Pennsylvania 
freight trains emulate the records of these 
leaders'of the famous fleet of 62 named trains: 


‘‘UncLeE Remus’’- Perishable Freight 
(From Southern States)-Washington to Boston 


**Man O’ War’’- Live Stock 
Chicago to Seaboard Cities 


‘*THE [RON Master’’- Merchandise 
Pittsburgh to New York 





| ‘*THE ACCELERATOR’’- Merchandise 
Toledo to Pittsburgh 


‘*LicHtroot’’- Perishable Freight 
Columbus to Chicago 


**SparRK PiLuG’’- Live Stock-Perishable 
Cincinnati to Pittsburgh and Seaboard Cities 
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PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 

































ENOUGH FRUIT ROADS 


A country so well supplied with railroads that there is a 
station every two or three miles has enough transportation 
facilities even if it is a grape and other fruit growing territory. 
That is the conclusion Examiner O. D. Weed, in Finance No. 
7027, proposed construction of branch line by the Western 
Pacific, has recommended for adoption by the Commission. The 
branch which the Western Pacific wished to build would be in 
San Joaquin county, California. Although the branch, extend- 
ing from Brack to Boyce Road, would be only 2.88 miles long, 
it was estimated that it would produce a net railway operating 
income of $12,614 the first year and $17,177 in the fifth year. 

Opposition to the construction of the branch was offered by 
the Southern Pacific. The Western Pacific urged that it should 
be allowed to have a branch into that grape growing section so 
as to be on an equality with the Southern Pacific. 

Weed pointed out that the section was so well supplied with 
railroads that there was a station every two or three miles and 
that no part of it was more than four miles from a railroad. 
He also said the branch would take business from the Southern 
Pacific as well as cut down the receipts at some of the existing 
Western Pacific stations. As he figured the income feature of 
the case the branch. would have a net operating railway income 
of only about $5,000 a year which, he said, would be a return 
of less than 4 per cent on the estimated cost of $134,723. That 
calculation was the climax in Mr. Weed’s report just ahead of 
the recommendation that the Commission find that public con- 
venience and necessity did not require the construction of the 
line. 

An adverse recommendation on another Western Pacific 
project has been made by Examiner M. S. Jameson, in Finance 
No. 7028, proposed construction by Sacramento Northern, an 
electric subsidiary of the Western Pacific, which applied for a 
certificate authorizing it to build a 7.75 mile extension of its 
so-called Holland line from its southern terminus to Ryde, the 
proposed line being in Yolo and Sacramento counties, Cali- 
fornia. The cost was estimated at $1,620,216. The Holland line 
is now under construction, pursuant to authority granted in 
105 I. C.-C. 473. 

The Southern Pacific, an intervener in the case, estimated 
that the new line would deplete its system revenues from $774,- 
042 to $462,410 and the system “profit” from its Walnut Grove 
branch from $94,407 to a deficit of $43,758. 

The Western Pacific estimated that the total revenue from 
the proposed extension would be $105,645 in the first year and 
$145,270 in the fifth. 

Jameson said that from the evidence it seemed clear that 
reasonably adequate means of transportation existed for the 
products of the territory to the waterways in the Sacramento 
River system and to the Walnut Grove station of the Southern 
Pacific. He considered the proposal as one to duplicate facilities 
in a territory the traffic of which had substantially reached full 
development and was being handled with evident efficiency and 
general satisfaction. An additional capital expenditure of more 
than $1,000,000, he said, was not warranted by the conditions 
shown, hence his recommendation that the application be denied. 


NORFOLK TERMINAL CASE 


An effort on the part of the Norfolk Port Commission and 
the Norfolk Tidewater Terminals, Inc., to have the Chesapeake 
& Ohio use the Norfolk Municipal Piers, leased by the Norfolk 
Tidewater Terminals, Inc., and the appurtenant army base piers 
at Norfolk, Va., for export, import and coastwise business, will 
come to naught if the Commission follows the recommendations 
of Examiner Charles W. Berry in No. 17483, Norfolk Port Com- 
mission vs. Chesapeake & Ohio et al., and No. 20387, Norfolk 
Tidewater Terminals, Inc., vs. Same. Berry has recommended 
the dismissal of those complaints. 

The port commission alleged that the through rates and 
charges applicable on imported wood pulp, from Norfolk to Big 
Island, Va., and the local charges, rules, regulations and prac- 
tices at Norfolk in connection with those were unjust, unreason- 
able and unduly prejudicial to Norfolk, its traffic and warehouse 
men and unduly preferential of Newport News, the Hampton 
Roads port at which the Chesapeake & Ohio maintains its water 
terminals. 

The terminals company’s complaint covered interstate, 
coastwise, intercoastal and foreign traffic. It alleged that the 
failure of the defendants to establish such rates on traffic han- 
dled through its terminals no higher than those through New- 
port News was unreasonable, unduly prejudicial to Norfolk and 
unduly preferential of Newport News. 

The port Commission, Berry said, asked the Commission to 
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require the Chesapeake & Ohio to establish rates on woog pul 
from Norfolk to Big Island “not only against its desire ang what 
it believes to be its best interests but also over the protest ¢ 
the only party shown to have any interest in the rates on Wood 
pulp to that destination. 

“The interest of the Norfolk Port Commission,” the exanj. 
ner said, “is too remote to warrant a finding that the refusaj ¢ 
the Chesapeake & Ohio to absorb the Tidewater Terminal’s 
charge on wood pulp imported at Norfolk and moving to Big 
Island is unduly prejudicial to the city of Norfolk.” 

The examiner said the Tidewater Terminals, Inc., had yo 
direct interest in the traffic nor in the freight rates except t, 
the extent they affected the amount of charges it could obtaip, 

“Tt alleges that the Chesapeake & Ohio is unduly preferring 
itself,” said the examiner, who set forth the fact that the terpj. 
nals the Chesapeake & Ohio was using at Newport News anj 
Sewall’s Point were its own property. “It seeks to have the Com. 
mission compel the Chesapeake & Ohio to employ it as its agent 
to perform terminal services at Norfolk and to compel the Chega. 
peake & Ohio to establish the same export, import and coast. 
wise rates to Norfolk as it maintains to Newport News, and to 
compel it to absorb the charges of the Tidewater Terminals oy 
of such rates and permit storage in transit on the wharves of 
the Tidewater Terminals at the through rates.” 

The examiner said that the Chesapeake & Ohio, at great ex. 
pense, had provided facilities at Newport News enabling it ad. 
equately and satisfactorily to handle all traffic through Hamp. 
ton Roads in connection with its road as the originating or 
delivering carrier. He pointed out that the municipal facilities 
operated by the terminal company competed in some respects 
with the terminals of the Chesapeake & Ohio. 

“Carriers owe no duty to such private competitors to aid 
them in their business,” said Berry. ‘The failure of the Chesa- 
peake & Ohio to establish wharfage facilities at Norfolk is no 
more the concern of the Tidewater Terminals, in any legal aspect, 
than of any other citizen of Norfolk. It is no more the concem 
of the Tidewater Terminals than is the failure of the Chesapeake 
& Ohio to establish such facilities at every other city or munici- 
pal corporation having water frontage on Hampton Roads the 
concern of every citizen of such city or municipality.” 

The examiner recommended a finding against all the con- 
tentions of the port commission and the terminals looking to 
forcing the carrier to establish or use terminals in Norfolk. 








SOUTH DAKOTA HOGS 


Examiner R. M. Brown, in No. 17241, Jacob E. Decker & 
Sons vs. Chicago & North Western, upon further hearing, has 
recommended that the Commission affirm but make more spe 
cific its findings in the former report, 126 I. C. C. The former 
findings were that combinations of local rates to and from 
Huron, S. D., charged on carloads of hogs originated at points 
in North Dakota and South Dakota, stopped in transit at Huron 
for feeding, watering, resting, sorting and consolidating, and 
reforwarded to Mason City, Ia., were unreasonable, but not 
unduly prejudicial or in violation of section 6 of the interstate 
commerce act. Reparation was awarded. Brown recommended 
the phrasing of the findings in such language as to make definite 
the traffic upon which reparation was to be made. 


ILLINOIS COAL COMPLAINTS 


Attorney-Examiner Alfred G. Hagerty, in a proposed report 
on further hearing in No. 17330, Illinois Coal Traffic Bureau Vs. 
Arkansas Valley Interurban et al., a sub-number, Same Vs. 
Same and No. 18025, Old Ben Coal Corporation has proposed 
the use of the Holmes & Hallowell scale 37 I. C. C. 627, 8 
per cent in some instances, and 100 in others, for the making of 
rates on bituminous coal from points in Illinois covered by 
the complaints to points in Iowa, Kansas, Missouri and Nebraska. 

This report is due to the fact that after the service of a 
prior proposed report the receivers for the Chicago & Alton 
asked for a separate proposed report in the Iowa-Missouri com- 
plaint and the entry of additional parties into the cases. Hagerty 
divided the cases into groups calling them the Iowa-Missouri, 
the Fine Coal and Kansas-Nebraska cases. P 

Hagerty said the Commission should find unduly prejudicial 
the rates from Illinois to Iowa, Kansas, Missouri and Nebraska 
to the extent that those on nut coal, and on screenings and 
slack, exceed in level for comparable distances the rates con- 
currently applicable on the same grades or sizes from south- 
western producing districts to the same consuming markets. 

The examiner further said the rates from Illinois to the 
eastern sections of Kansas and Nebraska and to points iv 
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3935 sHiPs—— 
Plied In and Out of 


She 
Port of Houston 
During 1928 


An increase of 10% over the same 
period of 1927 
An increase of 42% over 1926 


And an increase of 66%, over 1925. 


H OUSTON is rapidly forging to 

the front as one of the largest 

ports of this country. Its inland 

location offers safe berthing to 

: vessels. Its wonderful rail trans- 

Burlington portation (18 railroads serving 

Route Houston) means fast movement of 

goods to and from the Port, also 

competitive freight rates. Splen- 

did facilities for handling cargo 

; are at the wharves — large ware- 

traffic demands upon it as to houses, tremendous industrial ac- 

freight and passenger service. tivities line this 52-mile deepwater 
channel. 


cAmply equipped to meet all 
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Operated with a full sense 
of its obligation to shippers 
and the traveling public. 
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The Port of Houston Is Progressing 
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southern Iowa and northern Missouri on all sizes, should be 
found unreasonable. 

A third recommendation is that to the extent that rates 
on prepared sizes of soft coal, and on screenings or slack, are 
voluntarily maintained upon a basis differentially lower than 
on lump or mine-run, the lower rates shall be uniformly related 
to the standard maximum scale by not less than 90 per cent 
on the prepared sizes and 85 per cent on screenings or slack. 

Hagerty proposed the use of varying percentages of the 
Holmes & Hallowell scale on account of the differences in 
transportation conditions, his recommendation being that 85 
per cent of that scale be used in the territory of the scale II 
prescribed in Western Cement rates, 48 I. C. C. 201, and 100 
per cent in scale III territory. The specific recommendations 
for the making of rates follows: 


From Illinois to points within Scale II territory defined in Western 
Cement Rates, supra, the defendant carriers are expected to read- 
just the applicable rates on bituminous coal, all sizes, so that for 
the future they will not exceed, in level, 85 per cent of the maximum 
reasonable coal rates prescribed in the Holmes & Hallowell Co. 
case, supra, computing those rates upon basis of the average dis- 
tance from the selected key point in each group over all tariff routes 
not more than 70 per cent circuitous as related to the short-line dis- 
tance, and embracing not more than three separate lines of rail- 
road; and to follow the same rule as to routes and distances in es- 
tablishing the 100 per cent Holmes-Hallowell scale from Illinois pro- 
ducing districts to destinations west of the west bank of the Missouri 
River in Scale III territory. 


RATINGS ON BOOTHS 

Examiner F. A. Clifford, in No. 21078, George E. Fern vs. B. 
& O. et al., has recommended that the Commission find applica- 
ble the any-quantity rating in official and southern classifications 
on booths, N, O. I. B. N., K. D., that the applicable rating be found 
unreasonable, that carload and less-than-carload ratings be pre- 
scribed and that reparation be denied. 

Complainant’s shipments, according to the report, consisted 
of wooden posts, post caps, rails and gates, wooden columns, 
iron pipe and certain pipe fittings, wall board, draperies, bunting 
and flags. 

The examiner said the Commission should find that the 
shipments properly came within the classification description of 
booths, N. O. I. B. N., K. D., but that the assailed first class, any- 
quantity rating in the official and southern classifications was, 
and for the future would be unreasonable, as applied to less- 
than-carload shipments, to the extent it exceeded second class, 
and as applied to carload shipments, minimum 24,000 pounds, 
subject to Rule 34, to the extent it exceeds Rule 26 in the official 
and fourth class in the southern classification. He said no suf- 
ficient reason appeared why the findings should be made retro- 
active. 


FAILURE TO FURNISH CARS 

* Special Examiner C. A. Rice, in No. 20699, Alexander King 
Stone Co. vs. C. I. & L., has recommended that the Commission 
find that the failure of the defendant to furnish complainant 
with freight cars in the period between September 27, 1927, 
and March 15, 1928, for loading stone at a quarry near Stines- 
ville, Ind., did not subject the complainant to unjust discrimina- 
tion or undue prejudice under the conditions presented in the 
case. 

The examiner said the Commission should find reasonable 
under the conditions existing at the time of the hearing the 
temporary working arrangement under which the complainant 
had posted an indemnity bond of $5,000 and was supplied with a 
maximum of four freight cars at any one time, if modified to 
apply to an unlimited number of cars without an increase in 
the amount of the bond. 

Complainant alleged that the defendant had refused and 
failed to furnish, upon reasonable request, cars for shipping 
stone and asked for damages amounting to $119,000: 


STEEL TANKS, BOILER TUBES, ETC. 


An award of reparation has been recommended by Examiner 

R. G. Taylor, in No. 21317, Graver Corporation vs. Southern et 
al., on a finding that rates charged on iron or steel tanks, in 
straight carloads, or in mixed carloads with boiler tubes and 
other iron or steel articles, from Louisville, Ky., to Shreveport, 

La., were in excess of those applicable. 
Complainant contended that the shipments in question were 
improperly described by the shipper in the billing as machinery, 
. whereas the commodities included in the shipments should have 
been described as tanks, boiler tubes, bolts, rivets, pipe, iron 
caps, valves and gaskets. It admitted that when the entire unit 
was assembled it was known as a Jenkins process petroleum 
refining unit but the examiner said the material shipped from 
Louisville did not constitute a complete refining unit, it having 
been shown that certain other necessary parts of the unit were 
shipped from East Chicago, Mexico, Mo., and Philadelphia, Pa. 

The examiner concluded that the Commission should find 
that the machinery rate as applied on the shipments here con- 
sidered was inapplicable and that the applicable rates were the 
respective carload commodity rates, subject to the established 
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minima, contemporaneously in effect on tanks and boiler tube 
in straight carloads, and on tanks, bolts and rivets, in mixed “ 
loads, and the respective less-than-carload rates contemp, 
raneously in effect on caps, pipe and iron and asbestos Zaskets 





No. 21127, Southern Pine Association et al. vs. A, g 
et al. Examiner L. A. Pyle. Rates on lumber, Perry, Fig. and 
group, to Buffalo-Pittsburgh, Trunk Line and New England 
territories, unreasonable. Rates recommended not to eXcegi 
those from Florida zone 1. 

No. 20978, Charles Dennery, Inc., vs. H. & T. C. et al, 
Sub.-No. 1, Same et al. vs. Same. Examiner Harris Fie; 
Fifth class on prepared desiccated cocoanut, carloads, New 
Orleans, La., to Dajlas, Tex., not unreasonable. Rate on 
commodity, Galveston to Dallas, Tex., not considered on ac. 
count insufficiency of facts establishing Commission’s jurisdic. 
tion. Dismissal recommended. 

No. 20920, South Georgia Traffic Bureau for C. H. Strano. 
ward vs. F. E. C. et al. and Sub.-No. 1, Same vs. Same, 
aminers W. A. Hill and E. L. Glenn. Rates on cabbage, Day. 
ton, Tenn., and Louisville, Ky., to Miami, Fla., not unreasonabje 
Refund of overcharges and dismissal recommended. 

No. 20883, Tompkins-Kiel Marble Co. vs. Erie et al. Eyap. 
iner R. J. Olentine. Rates on rough quarried and rough sawe 
marble, Phenix, Mo., to New York and Long Island City, N, y 
unreasonable in past and reparation to basis of 52 cents, 

No. 20717, Nu-Shine Co. vs. A. & V. et al. Examiner Lewis 
L. Prout. First class rating on liquid shoe polish, in glag 
L. C. L., in official, southern and western classifications, not 
unreasonable. Dismissal recommended. 

No. 20697, Cheek-Neal Coffee Co. et al. vs. Pennsylvania 
et al. Examiner A. J. Sutherland. Rates on tin plate scrap, 
Jacksonville, Fla., to Neville Island, Pa., unreasonable. Rate 
for future, $9.85 per long ton, minimum 40,000, and reparation 
to that basis. 

No. 19831, Patterson Produce Co. vs. G. C. & S. F. et al, 
Examiner Harris Fleming. Rates on live poultry, carloads, 
Texas points to New Orleans, La., not unreasonable. Dismissal 
recommended. 

No. 21090, A. E. Staley Manufacturing Co. vs. T. & N. 0, 
et al. Examiner George C. Clarke. Rate on common galt, 
Weeks, La., to Decatur, IIl., not unreasonable. Dismissal ree. 
ommended. 

No. 21025, Dann-Gerow Co., Inc., et al. vs. A. G. S. et al. 
Examiner E. L. Glenn. Rates on brick and hollow building tile, 
points on and east of Mississippi River to Clearwater and &t. 
Petersburg, Fla., not unreasonable. Dismissal recommended. 

No. 21029, Mutual Cotton & Oil Co. vs. Santa Fe et al. 
Examiner Paul Coyle. Rate on jute cotton-bale covering, Nor- 
folk, Va., to Phoenix, Ariz., not unreasonable. Dismissal rec 
ommended. 

No. 21331, Metal & Thermit Corporation-vs. I. C. et al. 
Examiner S. A. Aplin. Charges on carload coal, Martwick, Ky. 
to East Chicago, Ind., not unreasonable. Dismissal recommended. 


No. 21312, Hope Engineering & Supply Co. vs. C. B. &Q 
et al. Examiner J. P. McGrath. Carload contractors’ equip 
ment, Stafford, Tex., to Carlyle, Mont., not misrouted. Com 
plaint alleging unreasonableness and undue prejudice barred 
by statute of limitations. Dismissal recommended. 

No. 16457, New Jersey Lumbermen’s Committee vs. A. C. L. 
et al. Examiner W. R. Brennan. Reparation recommended to 
W. S. Lynch and Lawson & MacMurray, on lumber, points in 
southeastern and Carolina territories and Virginia cities to 
Newark and Weehawken, N. J. Previous report 120 I. C. C. 323. 


No. 20856, Blanchard Lumber Co. et al. vs. Boston & Maine. 
Examiner H. L. Main. Failure of defendant to include Medford 
station within switching limits of Boston, Mass., neither unjustly 
discriminatory nor unduly prejudicial. Dismissal recommended. 

No. 21472, Burley Tobacco Growers’ Cooperative Associa 
tion vs. C. & O. et al. Examiner Lawrence Satterfield. Repara 
tion recommended based on finding that four carload shipments 
of unmanufactured tobacco, Winchester, Ky., to St. Louis, Mo. 
were misrouted by the C. & O. in that it failed to transport 
them over one of the routes taking a rate of 41.5 cents, and 
that charges on one carload of same commodity between same 
points were unreasonable to extent they exceeded or exceed 
those that would have accrued at 50 cents per 100 pounds. 

No. 20642, Raymond Granite Company vs. C. & E. et al. 
Examiner A. E. Later. Rate on one carload of iron or steel 
chilled shot, Mansfield, O., to Knowles, Calif., applicable but 
unreasonable to extent it exceeded, exceeds or may exceed 
$1.895. Reparation in sum of $51, with interest, to which e 
tent defendants should be authorized to waive outstanding un 
dercharges. 

No. 20610, Chase & Co. vs. N. Y. C. et al., and a sub nul 
ber, Same vs. B. & M. et al. Examiner Lawrence Satterfield. 
Dismissal on finding that rates and reconsigning rules on ship- 
ments of citrus fruits, Eloise and Auburndale, Fla., to Syracuse, 
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N. Y., ordered reconsigned to Boston, Mass., applicable and not 
shown to be unreasonable or otherwise unlawful. 

No. 21172, Brannon Coal Company et al. vs. Southern et al. 
Attorney-Examiner John McChord. Rates on coal from certain 
Alabama mines to Meridian, Miss., unreasonable. Commission 
should find rate of $2.03 per net ton complained of was when 
exacted, is now and for future will be unreasonable to extent it 
exceeded, exceeds or may exceed $1.85 from mines in Southern 
Railway groups 2 and 5 and from mines at or near Blocton 
served by Mobile & Ohio to the extent it exceeded, exceeds and 
may exceed $1.95 per net ton from mines in Southern Railway 
groups 1, 3 and 4, and from mines in Frisco groups 1 and 2, 
’ and reparation. 

No. 21148, William Cooper & Nephews, Inc., vs. B. & O. et 
al. Attorney-Examiner W. A. Disque. Rates on benzol, tank 
carloads, Cleveland and Youngstown, O., to Good Hope and 
Norco, La., for export, not unreasonable but unduly prejudicial, 
for past, present and future, to extent they exceeded, exceed or 
may exceed those contemporaneously maintained from and to 
same points on gasoline. Reparation denied. 

No. 21246, Western Publishing Company vs. Santa Fe. Ex- 
aminer Riley A. Gwynh. Dismissal on finding that rate on in- 
edible animal tallow, tank-car loads, Denver, Colo., to El Paso, 
Tex., for export, was not and is not unreasonable or in violation 
of aggregate-of-intermediates clause of fourth section of act. 

No. 21352, Meridian Traffic Bureau for Meridian Compress 
and Warehouse Company vs. Northern Alabama et al. Attor- 
ney-Examiner John McChord. Dismissal on finding that rates 
on coal, Calumet and Bankhead, Ala., to Meridian, Miss., not 
shown to be unreasonable. 


E. P. & S. W. ABANDONMENT 


The traffic to haul which it was built having disappeared, 
Examiner Thomas F. Sullivan, in Finance No. 6995, abandon- 
ment of line by El Paso & Southwestern et al., has recommended 
that the Commission allow the applicant to abandon its Her- 
manas branch, extending from Deming to Hermanas, N. M., 
a distance of about 32 miles. He also recommended that the 
Southern Pacific, lessee of the El Paso, be allowed to abandon 
operation of the branch. The part of the El Paso system was 
built in 1901 to connect its main line with the Santa Fe. The 
purpose in building the branch was to enable the Phelps Dodge 
Corporation to haul coal and coke from Deming to its smelter 
at Douglas, N. M., and to haul material for the construction 
of the El Paso main line from Hermanas to the Rio Grande at 
El Paso, Tex. 

When the Dodge interest acquired a road from Dawson, 
N. M., to El Paso, the fuel traffic disappeared. In 1914, when 
the Dodge interest began operating mines at Tyrone, N. M., 
the business of the branch improved. But those mines were 
closed in 1921. The service now consists of a round-trip train 
from Deming once a week. The applicants estimated that the 
abandonment of the branch, which was opposed by the New 
Mexico commission, the Chamber of Commerce of Deming, land 
owners at Midway, N. M., and the Peru Mining Company, would 
save $26,856 annually. 


P. & W. V. CONTROL OF W. M. 


Pursuing its plan to establish a through and short route 
between tidewater and the Great Lakes by unified operation 
of the Pittsburgh & West Virginia, the Wheeling & Lake Erie 
and the Western Maryland, the Pittsburgh & West Virginia, in 
Finance No. 7415, has asked the Commission to authorize ac- 
quisition by it of control of the Western Maryland by purchase 
of the latter’s capital stock. 

The plan of the Pittsburgh & West Virginia became known 
in connection with the Connellsville extension case. Several 
months ago the carrier asked authority, in Finance No. 6486, 
to acquire control of the Wheeling & Lake Erie. 

Acquisition of the Western Maryland by the Pittsburgh & 
West Virginia, under paragraph 2 of section 5 of the interstate 
commerce act, according to the application, will be in the public 
interest because with the completion of the Connellsville ex- 
tension of the Pittsburgh & West Virginia, there will be a direct 
connection between the two lines, and the lines of the Pitts- 
burgh & West Virginia, the Western Maryland and the Wheeling 
& Lake Erie, will form a through and short route between 
tidewater and the Great Lakes. 

“It is in the public interest that this short through route 
should be made available and that the control of the Western 
Maryland Railway Company, now vested in its competitor, the 
Baltimore & Ohio Railroad Company, should be held by the 
applicant, whose relation to the Western Maryland Railway 
Company is non-competitive,” says the applicant. “If the service 
now being rendered to the public by applicant and the Wheel- 
ing is to be preserved, as it should be in the public interest, 
then it is equally in the public interest that the control of the 
Western Maryland Railway Company, which will be a connect- 
ing carrier, should rest with the applicant and not with other 
persons or carriers, whose interests are inconsistent with the 
development of an economical and fast freight and passenger 
service, such as would be possible under the proposed plan of 
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linking up the Wheeling, the Western Maryland, and the a 
plicant.” " 

The Pittsburgh & West Virginia proposes to acquire contro} 
of the Western Maryland through a purchase of a majority of 
the latter’s preferred and common capital stock for not to ex. 
ceed such purchase price for each class of shares as the Com. 
mission shall fix and determine. No agreement for such 
purchase has been entered into, according to the application 
but applicant has reason to believe that such control can be 
acquired by stock purchase if the approval of the Commission 
is obtained. 

There are now outstanding 608,640 shares of common stock 
177,420 shares of 7 per cent cumulative first preferred stock 
and 85,610 shares of 4 per cent non-cumulative second preferred 
stock of the Western Maryland Railway Company, all stock 
having a par value of $100 per share. 

Market quotations on these shares, according to the appli- 
cant, ranged in the year 1928 from a high of 54% to a low of 
31% for common stock; and from a high of 54% to a low of 
33% for second preferred stock, no sales having been recorded 
for the first preferred stock. 

Control of the Western Maryland now rests with the Balti. 
more & Ohio, according to the belief of the applicant, which 
takes the position that the value of the stock and the fixing 
of the maximum price to be paid by it for such shares are mat. 
ters to be developed upon hearing of the application and to be 
determined by the Commission. 

The Commission is asked to determine the proper basis for 
exchange of securities between the Pittsburgh & West Virginia 
the Western Maryland and the Wheeling & Lake Erie, if it 
finds the acquisition of control of the Wheeling and the Western 
Maryland by the applicant will be in the public interest. 





FINANCE APPLICATIONS 


Finance No. 7414. Western Maryland Railway Co. asks a 
to abandon about one mile of line from Codorus a Cold mony 4 

Finance No. 7032. St. Louis Southwestern Railway Co.,* in amended 
application, asks authority, in event Commission denies a plication 
for authority to exchange 8,300 shares of its common stock for the 
stock of three short lines, the Gideon & North Island, the Deering 
Southwestern and the Blytheville, Leachville & Arkansas Southern 
that it be allowed to offer the stock for subscription by its stock- 
holders and to the extent they fail to take it all, to exchange the 
po ly ee and any balance of the stock for the stock of the three 

Finance No. 7408. Mountain States Telephone & Tele h 
and Garfield County Telephone & Telegraph Co. ask pares ewe: ~ 2 
acquisition by former of properties of latter in Utah. 

Finance No. 7417. Buffalo, Rochester & Pittsburgh Railway Co. 
asks authority to issue $756,000 of 4% per cent consolidated mort- 
aes bonds _ —- oe treasury. 

nance oO. a nion Terminal Railway Co. of St. Joseph, 
Mo., asks authority to issue and sell $650,000 of notes to be soouned 
by a first mortgage on its property. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7239, authorizing the Chicago 
& North Western Railway Co. to construct an extension of its Mar- 
enisco branch, in Gogebic county, Mich., from the present terminus 
thereof in section 21, township 47 north, range 43 west, in a north- 
westerly direction to a point on or near the north line of section 6, 
in said township and range, 4.25 miles, approved. 

Report and order in F. D. No. 7376, authorizing the Toledo Termi- 
nal Railroad Co. to issue not exceeding $500,000 of first-mortgage 4% 
per cent gold bonds; said bonds to be sold to the highest bidder 
upon competitive bidding, but at not less than 92 per cent of par and 
accrued interest, and the proceeds tssed in reimbursement of appli- 
cant’s treasury for capital expenditures heretofore made, approved. 

Report, certificate and order in F. D. No. 7311, (1) authorizing 
the Missouri Southern R. R. Co. to construct an extension of its 
line of railroad in Reynolds and Shannon counties, Mo. (from a point 
near milepost 50, in section 33, township 32 north, range 2 west, 
southwesterly to a point on the north bank of Current River, in 
section 29, township 30 north, range 3 west, approximately 18 miles); 
and (2) denying request for permission to retain excess earnings, 
approved. 

Report and certificate in F. D. No. 7295, authorizing the Balti- 
more & Eastern Railroad Co. to operate, under trackage rights, over 
a line of railroad in Talbot county, Md., between Queen Anne and 
Easton, a distance of approximately 12.5 miles, approved. 

Report and order in F. No. 7325, authorizing the Chicago, 
Indianapolis & Louisville Railway Co. to procure the authentication 
and delivery of $869,000 of first and general mortgage 6 per cent gold 
bonds, series B, in partial reimbursement of applicant’s treasury for 
capital expenditures heretofore made, approved. 


OPERATING STATISTICS 


The Commission has issued an order modifying rules rela- 
tive to monthly reports of operating statistics by eliminating 
certain references applicable to special trains and by revising 
original wording in the rules. 





FINAL VALUATIONS 


Valuation No. 869, Oklahoma City Junction Railway Co., opinion 
No. B-709, 149 I. C. C.: 200-18, final value for rate-making urposes 
of property owned and used for common-carrier purposes found to 
ae — and of used but not owned property, $3,560, as of June 


Valuation No. 996, Chicago & Illinois Western Railroad, opinion 
No. B-710, 149 I. C. C. 219-43, final value for rate-making ; urposes 
of property owned and used for common-carrier purposes found to 
jl ee! and of used but not owned property, $190,402, as of 
Valuation No. 942, Northampton & Bath, opinion No. B-711, 149 
I. C. C. 244-72, final value, for rate-making purposes, of the property 
owned and used for common carrier veposes, found to be $328,000, 
and of property used but not owned, Fro 0, as of June 30, 1918. 
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To insure satisfied customers transportation which may be counted on under 
all circumstances is necessary. 

Lehigh service aims to relieve worries regarding prompt deliveries of 
export or domestic freight. Lehigh Valley representatives are equipped to 
furnish accurate information regarding progress of your shipments east 
or westbound. 

Try Lehigh service and be convinced. 


Lehigh Valley Railroad 


Clhe Route of The Black Diamond 
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CONTAINER SERVICE CASE 


The Traffic World Washington Bureau 


An audience as big as that assembled at the beginning of 
a general rate increase case greeted Commissioner Porter, Ex- 
aminer Ames, and Charles H. Young, a member of the Pennsyl- 
vania commission, February 6, when they began hearings in 
the container service case, No. 21723, in the matter of con- 
tainer service, the Commissioner-initiated inquiry, and I. and S. 
No. 3198, first, second and third supplemental orders, merchan- 
dise, in steel shipping container cars between St. Louis, Mo., 
and western and southwestern points. 

It looked like a combination of the annual meeting of the 
National Industrial Traffic League and the classification and 
rate committees of the carriers, flanked on all sides by com- 
merce counsel of carriers, commercial organizations and indi- 
vidual shippers. 

Broadly speaking, the combined case amounted to an in- 
quiry into what the New York Central began doing in 1921, 
when it established a container service between Cleveland, O., 
and Chicago, Ill., and what the Missouri Paeific is proposing 
to do between St. Louis, the western, and southwestern terri- 
tories. The tariffs of the latter were suspended on protests, 
largely, of other carriers, although shippers who regard the 
container service as a threat to their distributing businesses 
also asked for suspension. 

The positions of a considerable percentage of the men who 
entered appearances at the first session of the hearing were 
announced but generally the attitude of those appearing was 
not announced. The protests filed by neighbors of the Missouri 
Pacific disclosed the attitude of carriers in the west and south. 
At the hearing of the eastern lines which had protested and pro- 
cured the suspension of New York Central tariffs only the day 
before the hearing was begun showed that the eastern carriers 
were challenging the soundness, from a transportation point 
of view, of what the New York Central, Lehigh Valley, Central 
of New Jersey and some other eastern roads had done. 

Clyde Brown, of the New York Central, assumed the burden 
of the defense. He presented, as his chief witness, Graham C. 
Woodruff, assistant freight traffic manager of the lines. east of 
Buffalo, who has had personal charge of the matter since its 
installation in the east, in 1922. In that year the service be- 
tween Cleveland and Chicago was transferred to the eastern 
section of the New York Central system. 

Mr. Woodruff’s testimony, supported by many pictures 
showing containers, their loading and unloading, covered the 
whole subject of the physical characteristics of the containers, 
their loading and unloading, their construction and every de- 
tail that seemed pertinent, and the rates on the contents of 
the containers. 

Containers, his testimony showed, are steel boxes, invented 
by the late A. H. Smith, president of the New York Central, 
the patents for which are now controlled by the L. C. L. Con- 
tainer Corporation. The first containers were intended for the 
dispatch of less-than-carload freight, chiefly of the first three 
classes, of varying minima, each’article being charged the rate 
applicable to its classification. Later the rate was changed to 
3 cents per mile, regardless of the classification of the article, 
so that on some things the articles in the containers are carried 
for less than what it would cost to dispatch them separately, 
the shipper loading and unloading the containers and bearing 
the cost of taking such containers to his place of business. 


Usually, Mr. Woodruff said, the containers sent out to a 
consignee in the morning, were returned in the afternoon loaded. 
There is a penalty for detention of containers. Mr. Woodruff 
said, however, that no penalty had ever been collected. His 
idea was that by the use of the container the consignors and 
consignees knew when to expect freight and therefore made 
preparations for its prompt loading and unloading. 


At first containers were intended to be lifted to and from 
low-side gondolas, the latter fitted with barriers to prevent the 
slipping of the containers. Now, however, containers and trucks 
have been developed so as to dispense with the use of gantry 
cranes. 

Six merchandise or less-than-carload containers are loaded 
upon one gondola. There are also containers for bulk freight, 
used chiefly for the hauling of brick, lime and quarry refuse 
stone, such as is used in the construction of breakwaters. The 
merchandise containers have side doors, upon which there are 
double locking or sealing devices. The New York Central, Mr. 
Woodruff said, would not accept a container with unlocked or 
unsealed door, but would require the contents of such a container 
to be checked in the presence of the shipper. The New York 
Central does not offer to make or make delivery of a container 
to a shipper but offers, in its tariffs, to make provision for de- 
livery by a reliable trucking concern, if the shipper desires. 

The bulk freight containers are steel boxes with bottom two- 
leaved doors, which can be released by the operator of the crane 
used in loading and unloading such containers from the gondolas. 
They are smaller than the merchandise containers, on account 
of the greater weight of the lading.. Twelve are loaded upon a 
gondola. Use of the lime containers, water tight, Mr. Woodruff 











said, enabled the carrier to haul from 50 to 60 tons on one cay 
instead of using five or six box cars as at present to haul an 
equal amount. The lime containers, he said, could be ang 
were unloaded in a few hours, while the unloading of bulk lime 
from box cars often took five or six days. Brick, he said, coulg 
be and were handled in containers without breakage becauge 
the container could be lowered so closely to the bed of a truck 
that the bricks could be slid out without any danger of breakage 

Mr. Woodruff brought out the fact that in 1922 the Commis. 
sion refused to suspend a container service tariff and that nearly 
all the carriers in the country had been advised as to the New 
York Central’s experiments and that dozens of them had exam. 
ined the data collected by it, including many of the protesting 
railroads. 

According to'Mr. Woodruff, the container service is gooq 
for the shipper, the railroad and the forwarder, the latter being 
the one who rounds up less-than-carload freight from a number 
of consignors, puts it into the container and divides the Saving 
between the less-than-carload rates that would be charged were 
each of the consolidated shipments taken to the railroad freight 
station for separate shipment and the container rate, which 
is now proposed to be made 5 cents per container per mile. 
He said that the average less-than-carload shipment weighed 
about 200 pounds and that for each one a separate bill of lading 
was issued. In the case of bulked or consolidated shipments 
only one bill of lading is issued for one container, whereas 
one merchandise car often requires as many as fifty or sixty 
bills. A merchandise car containing 40,000 pounds of average 
less-than-carload packages would require 200 bills, the cost of 
which was estimated by the Missouri Pacific, in defense of its 
tariff which was suspended, at 23 cents per Dill. 

The witness denied that the container rate was based on 
third class. He said it was based upon the method used by 
the Commission and the Post Office Department in providing 
for storage mail transportation under the space and weightt 
basis adopted in the railway mail pay case. The New York 
Central, Mr. Woodruff said, had spent about $2,622,000 in de- 
veloping the container service, which, last year, handled more 
than 23,000 cars, with the possibility of damage reduced to a 
negligible point and the possibility of pilferage practically elimi- 
nated. The net revenue to the carrier was greater than in han- 
dling such freight in the customary way, it was asserted. 


The suspicion that there was considerable feeling among 
the carriers on the subject seemed to be shown by the fact 
that when Robert C. Fyfe, for the protesting western carriers, 
undertook to cross-examine the witness, Clyde Brown objected 
to the method of cross-examination on the ground that Mr. 
Fyfe was asking questions about things not brought out on 
direct testimony. Examiner Ames sustained the objection. 
What seemed another evidence of considerable hostility on 
the subject was the fact that Mr. Woodruff gave several face- 
tious answers, after one of which Examiner Ames directed him 
to answer the question. 

Mr. Fyfe wanted to know how Mr. Woodruff had arrived 
at the 5-cent rate now suspended. 

“By increasing it from 4.5 to 5 cents,” retorted Mr. Wood- 
ruff. 

Another thing that seemed to indicate hostility was the 
demand, made by H. H. Larimore, representing the Missouri 
Pacific, that Mr. Fyfe name the carriers for whom he was acting 
as counsel. Mr. Fyfe has so long been connected with the 
Western Classification Committee that no one thinks of asking 
him to identify himself. But, in answer to Mr. Larimore’s de- 
mand, Mr. Fyfe named some of the western roads that are 
protesting. 

On cross-examination Mr. Fyfe brought out that Mr. Wood- 
ruff was vice-president-of the L. C. L. Corporation, the owner 
of container patents and patents for devices on the cars used 
in transporting them. The fact also was brought out that the 
New York Central deals with only 145 or 150 individual shippers, 
the bulk of the business being handled by forwarders, some 
of whom lease gantry cranes from the railroad company s0 
as to handle the business they have collected, rather than have 
the railroad employes use the cranes the railroad furnishes for 
the use of itself when the shipper does not deal with the for- 
warder. Mr. Woodruff denied that the company ever leased 
a crane furnished for public use to a forwarder. He said that 
when a forwarder wanted a crane the railroad company in- 
stalled a new one and leased it, the operation being regarded 
as akin to the providing of a sidetrack for a shipper. 


Mr. Woodruff admitted, in answer to one of Mr. Fyfe’s 
questions, that, in some cases, the container rate would cut 
the carload rates, if shippers desired to cut up their carloads 
and put them into containers. Mr. Woodruff suggested that 
such oddities could not amount to much in view of the fact 
that the less-than-carload business amounted to only about 3.3 
per cent of the total tonnage, used up 25 per cent of the cars, 


and caused about 33 per cent of the claims. He said that in 


five years the claims on container shipments paid was less than 
$1,000. 

On examination by Examiner Ames, the witness admitted 
that a shipper could forward a grand piano in a container. In 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


Between the Gulf of Mexico 
and California Ports 


CHICAGO ST. LOUIS 
Ray F. Thompson Fred D. Royce 
2118, 105 W. Adams St. 1618 Arcade Bldg. 
Phone Franklin 8774 Phone CHestnut 4107 


The fleet of THE REDWOOD LINE is 
composed of the steamships 


Abron, Dochet, Sabotawan, 
Manhattan Island ana Dio, 


all identical in size and type. They are 
all steel oil burners and carry the highest 
rating for insurance purposes. These 
vessels are 396 feet in length, 52 feet 
beam, 7700 tons dead weight and have 
a cargo capacity of 6500 tons. 


All cargo can be stowed 
under and between decks 


BIRMINGHAM MOBILE 
H. B. Rox NEW YORK Wm. Gorman 
201 Brokers Bldg. H. E. Devoy 206 State Office Bldg. 
Phone 8-5266 7-11 Water Street Phone 4214 


SAN. FRANCISCO 
L. B. Fitch 
Western Traffic Manager 
1 Drumm Street 


REDWOOD LINE, Inc. 


A DEPENDABLE COMPANY 


General and Local Offices Located: 


1421 New Orleans Bank Building - - - 226 Carondelet Street 
NEW ORLEANS 


LOS ANGELES 
E. M. Cantelow 
815 Pacific Electric Bldg. 
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A typical mine 
opening. 


Cars leaving an up-to-date tipple. 
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Two of the car-dumpers at 
Lambert Point (Norfolk, 
Va.) in operation. 
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An outcrop showing a 13-foot seam. 
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One‘of the Norfolk and Western Railway's 
two-unit electric locomotives. 


A picking table. 


N. & W. Coal Pier No. 4 
at Lambert Point 
(Norfolk, Va.). 


A 100-ton all-steel gondola 
coal car. 
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fact, he said, a house full of goods could be put into containers 
and a considerable saving achieved to the shipper, but. he held 
to his ground that the saving to the railroad was worth while, 
taking the matter as a whole. He said that a forwarder repre- 
sented hundreds of shippérs and was a useful adjunct to any 
commercial business, performing service of value to both ship- 
per and carrier. 

Mr. Ames directed Mr. Brown to furnish copies of the 
contracts between the L. C. L. Corporation and the New York 
Central and copies of the leases for cranes. 

Answering questions by Examiner Ames, Mr. Woodruff said 
the New York Central would not take a container car, loaded 
with containers, from the Pennsylvania, because it did not 
consider that Pennsylvania container equipment afforded safe 
transportation. As to containers themselves, he said there was 
some question of patent rights, so the New York Central would 
not accept Pennsylvania containers except as packages con- 
taining merchandise subject to L. C. L. rates. 

Walter Bockstahler, vice-president of the Universal Car- 
loading and Distributing Company, minutely described opera- 
tions whereby that forwarder bulked merchandise shipments 
under rule 10 and used container service where possible in 
its fifty-odd collecting and distributing stations in forty-seven 
states, whereby, on a business amounting to 8,000 cars a month, 
it made $500,000 a year. He was called as a witness by the 
Commission. He said his company did not make the same 
rates to all L. C. L. shippers any more than railroads caused 
the same net charges to all shippers. His company, he said, 
reserved the right to ship by boat, by rail, or any other form 
of transportation, routing always being reserved by it. 

A. C. MelIntyre, general freight agent of the Lehigh Valley, 
which has been using containers and container cars of the same 
type as the New York Central, described the service on that 
road, saying that it hoped to build up a volume of business 
that would pay. Its present volume, he said, was too small. 





PETITIONS FOR REHEARING, ETC. 


No. 16482, Parkersburg Rig & Reel Co. vs. Missouri-Kansas- 
Texas et al.; No. 17778, Same vs. Rock Island et al.; No. 16472, 
Same vs. Missouri-Kansas-Texas of Texas et al., and No. 15523, 
Same vs. Texas & Pacific et al. Complainant asks for recon- 
sideration and reargument. 

I. and S. No. 3212, lumber from Canada to points on Long 
Island. Respondents, Long Island, Pennsylvania, West Jersey 
& Seashore, Baltimore, Chesapeake & Atlantic, Rosslyn Con- 
necting, and Monongahela ask for vacation of order of sus- 
pension and discontinuance of the proceeding. 

No. 19910, Montello Granite Co. vs.. Minneapolis, St. Paul 
& Sault Ste. Marie et al. Complainant asks for reargument, 
reopening and reconsideration of this proceeding. 

No. 20566 (and Sub. 1), United States Graphite Co. vs. 
Pittsburgh, Shawmut & Northern et al. Complainant asks for 
reopening for reconsideration therein. 

I, and S. No. 3114, cyanamid and crude cyanide from Niag- 
ara Falls, Ont., to eastern trunk line, New England and C. F. A. 
points and Virginia cities. Protestant, American Cyanamid 
Co., asks. for reconsideration and for reargument before entire 
Commission. 

No. 20646, North State Creosoting Co. vs. Southern et al. 
Defendants ask for correction of order of Deember 27, 1928. 

No. 13535 et al., Consolidated Southwestern Cases. Uvalde 
& Northern asks for special short-line differentials. 

No. 16613-16614 et al., State of Colorado et al. vs. Santa Fe 
et al. Bod, as agent and attorney for lines parties to Com- 
mission’s order in I. C..C. Docket 16613, and Sub. 1, and 16614, 
asks the Commission to further postpone the effective date of 
its order in these proceedings until June 19, 1929. 

No. 15085,- State Corporation Commission of New Mexico 

et al. vs. Santa Fe et al. Rock Island asks for vacation and 
setting aside of order entered herein on May 8, 1928, so as to 
permit of additional findings of fact. 
' No. 16321, State Corporation Commission of Virginia vs. 
Aberdeen & Rockfish et al. The North Carolina Corporation 
Commission asks for consolidation of No. 16321 with No. 21665, 
—_ Carolina Corporation Commission vs. Akron, Canton & 
Youngstown et al. ~ 

No. 17799, Stauffer Chemical Co. vs. Pacific Electric et al. 
The complainant asks for reconsideration on record as made. 





NEW TEXAS-NEW MEXICO LINE 


Additional railroad construction in Texas and New Mexico 
is proposed in an application filed with the Commission by the 
South Plains & Santa Railway Company in Finance No. 7413. 
; Approval is sovght for an extension from Seagraves, Tex., 
to Lovington, N. M., including a short branch line, that will 
embrace about 89 miles of*line: ; . 

Construction and operation of the line is necessary, it is 
stated, in order to furnish transportation facilities to an agricul- 
tural territory in Gaines county, Texas, and Lea county, New 
Mexico, to Lovington, N. M., and to an oil field in Lea county, 
at at a present time without transportation facilities by 
railroad. 
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SENATE GRAIN HEARING 


The Traffic World Washington Bureoy 


Declarations that the Commission had distinctly failed { 
do its duty under the mandate of Congress as expressed in the 
Hoch-Smith resolution, that the southwestern railroads i. 
able to stand reductions in rates on grain and grain Products 
because they were earning in excess of a fair return op the 
Commission’s tentative valuation and that, therefore, the appeg} 
was being made to Congress to enact the Capper joint resolu- 
tion (S. J. Res. 67) directing the Commission to take action 
with respect to rates on export grain and products were Made 
before the Senate interstate commerce committee February } 
by Governor Clyde M. Reed, of Kansas, formerly chairman of 
the Kansas Public Service Commission. 

The Capper resolution, which was introduced by the Kansas 
senator January 5, 1928, directs the Commission to “adjust such 
rates on export grain and grain products on a basis that wij 
permit grain and grain products produced in the United States 
to move as freely as grain and grain products produced in the 
Dominion of Canada so far as such rates may be lawfully 
applied to the movement of export grain and grain products 
from the various grain-growing sections of the United States to 
the various ports of the United States through which export 
grain moves.” 

The Commission, under date of May 8, 1928, through its 
legislative committee, advised Chairman Watson, of the com. 
mittee, that substantially everything in the Capper resolution 
was covered in the Hoch-Smith grain proceeding, and that it 
did not believe that passage of the resolution could serve any 
useful purpose. 


Governor Reed read a telegram from his secretary to the 
effect that the Kansas House of Representatives had just ap. 
proved the Capper resolution. 


The governor called attention to the fact that he repre. 
sented Kansas Farm organizations in the Hoch-Smith grain 
proceeding. He emphasized that he spoke in the interest of the 
producer of grain and not the grain markets. The latter, said 
he, had little concern as to the rates themselves—that they 
were interested primarily in grain rate relationships. Approxi- 
mately threefourths of the 53,000 pages of testimony in the 
Hoch-Smith grain case, said he, were made by the markets. 

Governor Reed read an eighteen-page statement to the com- 
mittee. In the beginning he quoted Herbert Hoover on the 
subject of rates on wheat, rail and ocean, and to the effect that 
there was general agreement that the cost of transportation 
was a deduction from the price the farmer received at the 
world’s markets, and that the transportation costs represented 
an “enormous sum when applied to our crops and is one of the 
contributing causes of the farmer’s post-war difficulties.” 


Wheat producers in the southwest are at a disadvantage 
of about 7 cents a bushel, in the matter of rates, as compared 
with Canadian competitors, according to the governor, who 
submitted comparisons of rates in the United States and Canada, 
as well as statistics to show that the railroads in the southwest 
were prosperous. = 


Referring to the reports made by the Commission in re- 
sponse to Senate resolutions 208 and 250, involving the question 
of rates in Canada and the United States, on agricultural prod- 
ucts, Governor Reed said the reports had been given wide pub- 
licity, particularly by the railroads, “and one forming conclu- 
sions on these reports alone would be so grossly misled that 
one of the purposes which we hope to accomplish is to give © 
this body, and through it the people of the country, a correct 
statement of the situation.” 


In justice to the Commission, added the governor, it should 
be stated that the Senate resolutions had reference to the north 
west railroads alone and that as applied to those roads the re 
ports were “technically correct,’ but “even in the case of the 
northwest railroads the Commission ignored some important 
factors that in all fairness to the people of this country should 
have been discussed in its report, for these factors are within 
the knowledge of that Commission.” 


The governor asserted that the Commission had entirely 
ignored the difference in fuel costs as between the Canadian 
and U. S. railroads, the cost to the latter, he said, being lower. 
To discuss taxes and ignore cost of fuel, said he, “lacks the 
candor and fairness which the people of this country are entitled 
to have from their public servants.” 


Railroads in the southwestern group, the witness asserted, 
in 1926 had excess income of $38,915,217 above the fair return of 
5% per cent on the basis of the Commission’s valuation, and 
their earnings for 1927 and 1928 would be along the same lines. 
He said their “net railway operating revenue” was $225,146,036 in 
1926, or $38,915,217 above the fair return. 

“These southwestern railroads, through their propaganda 
departments,” continued the governor, “are freely quoting the 
Commission’s report as showing that grain rates can not fairly 
be reduced.” 

After giving the committee information of a similar charac 
ter, Governor Reed said it might be. asked “why we are here; 
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Thrilling Scenery/ Ae 


The New Olympian 


Chicago-Spokane-Seattle-Tacoma | 


Moving swiftly, silently through abysmal 
canyons, hemmed by sheer and tinted walls; 


—winding its electrified way up snow-crowned 
slopes, often timberclad and fragrant; 


—coursing the valleys of rushing waters whose 
force eventually moves its wheels; 


—emerging from tunneled mountains that once 
seemed insuperable barriers; 


—the new Olympian traverses the most spectac- 
ular of the glorious Rockies, and the Cascades 
where Nature’s architecture inspires and thrills. 


For 656 electrified, cinderless miles the 
mountain trip is a marvel of scenic travel. Roller 
bearings contribute wondrous riding ease. Coil 
spring mattresses induce refreshing rest. 


For enjoyment and comfort—observation- 
parlor-club car, ladies’ lounge, maid-manicure, 
shower baths, barber-valet, library, soda foun- 
tain, afternoon tea, far-famed meals—no extra fare. 


The Milwaukee Road is the shortest route be- 
tween Chicago and Puget Sound and the only 
line operating over its own rails all the way. 


Travel on the new Olympian en route 
to or from California. 


GEO. B. HAYNES 
Passenger Traffic Manager 
The Milwaukee Road 
Union Station, Chicago, III. 
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why do we not wait for the disposition of cases now pending 
before the Commission?” 

“Our answer is that the Commission seems to have wholly 
failed to grasp the meaning of the Hoch-Smith resolution, as 
we understand it, and certainly has failed to act with that degree 
of celerity which the importance of the subject demands,” said 


he. 

Asserting that the Hoch-Smith resolution was passed four 
years ago, the governor said not a single case of major impor- 
tance coming within the scope of the resolution had been decided 
except a grain rate case in which increases in rates were de- 
nied. He said it now did not seem possible to get relief in the 
Hoch-Smith grain case until the crop of 1930, and that that 
would be more than five years since the enactment of the resolu- 
tion. 

“No wonder the western farmer grumbles over his situa- 
tion,” said he. “He has a right to complain.” 

Governor Reed criticized the Commission for requiring proof 
that a depression in agriculture existed. He said the shippers 
each time were called upon to prove what Congress had de- 
clared to exist and that the Commission should take judicial 
notice of the depression. 

“We are afraid that unless Congress acts,” said he, “the 
Commission may ignore this very cogent influence (international 
competitive situation) in our agricultural situation. Therefore 
we ask the adoption of this resolution.” 

The governor had said that it appeared the Commission had 
doubt as to its authority to take into consideration the inter- 
national competitive situation. 

In the course of the governor’s statement, Senator Wheeler, 
referring to the Commission’s answers to the Senate resolutions, 
said it might be said that the Commission had submitted to the 
Senate a brief for the railroads and what the railroads had 
been contending for. 

Governor Reed said the export grain rates were a “transpor- 
tation seandal.” He said Kansas was not asking the same rates 
as the Canadian rates but rates that would permit grain to 
move freely in competition with Canadian grain. 

Passage of the Capper resolution would give “more pep” 
to the Hoch-Smith resolution, Chester Gray, Washington rep- 
resentative of the American Farm Bureau Federation, told the 
committee. That organization has adopted a resolution asking 
for passage of the resolution. If the resolution were made a 
law, Mr. Gray believed, the exportable grain would move more 
rapidly out of the country and that would tend to raise the 
price of grain for domestic consumption. The farm bureau 
leaders, according to the testimony, have been back of the 
resolution since it was originally introduced. 

A number of witnesses spoke briefly in support of the 
statement made by Governor Reed. They included Ralph Sny- 
der, president of the Kansas State Farm Bureau; John Vesecky, 
president of the Kansas Cooperative Wheat Marketing Associa- 
tion; W. P. Lambertson, vice-president of the Kansas Farmers’ 
Union, and a congressman-elect from Kansas; C. C. Cogswell, 
master of the Kansas State Grange; and E. G. Tharp, of the 
Farmers’ Cooperative Grain Dealers’ Association. 

Chairman Watson announced that a copy of Governor Reed’s 
statement had been sent to Chairman Lewis, of the Commission, 
with the suggestion that the Commission either make a reply 
to it in writing or have a representative appear as a witness, 
if it cared to do so. 

The hearing was adjourned late February 1 subject to the 
call of the chairman. Dr. C. S. Duncan, economist for the Asso- 
ciation of Railway Executives, asked for an opportunity to be 
heard. Senator Watson said the request would be granted. 


RY-KRISP CLASSIFICATION 


Whether Ry-Krisp, a product of the Ralston Purina Com- 
pany, at Minneapolis, is properly classified as bakery goods or 
should be regarded as a cereal food product was the point to 
be determined by testimony presented at a hearing at Chicago 
before Examiner Maidens, February 1 and 2, in docket 21063, 
Ry-Krisp Company and others against the A. & S. and others. 
As an item under bakery goods, fourth class rates apply. If a 
cereal food, fifth class rates are proper. The carriers have 
charged fourth class rates. The fifth class rating is sought in 
all three classification territories. 

The complainant testimony was to the effect that, by manu- 
faeture, competition, and other criteria, it should be regarded 
as a cereal food product. The manufacture consist of cleaning 
the whole rye grain, rolling it into flakes, adding salt and water 
and then drying it in ovens till the moisture content is below 
that of the natural grain, according to the complainant wit- 
nesses. And it is sold in competition with shredded wheat, 
muffets, triscuit and other cereal food products, it was said. 
Cartons of Ry-Krisp were exhibited with those of the allegedly 
competing articles to establish identical or analogous transporta- 
tion characteristics. It was further said that, when the process 
ef manufacture was carried one stage farther and the brittle 
sheets were granulated, the fifth class rating was applied. 
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On the other hand, the carrier representatives helq tha 
Ry-Krisp was identical with or similar to a large number : 
so-called Swedish health breads, or crackers, which movyeg _ 
fourth class rates and were generally recognized as justly ¢ : 
ing under the head of bakery goods. Packages of “castle oy 
“rye brittle bread,” “Wynota rye crackers” and numeroys othe 
articles made of whole rye after much the same procegges - 
that described in connection with the production of Ry-Krisy 
were exhibited in support of the carrier position. Prior to an 
purchase of the Ry-Krisp Company by the Ralston Puring On. 
pany, Ry-Krisp was advertised as a health bread, it was said 
= the competition that it had to meet was with items of that 
class. 

Bakery goods, as a group, have an average value of 128 
cents a pound and weigh 16.2 pounds a cubic foot, according t 
the testimony, whereas Ry-Krisp has an average value of br 
cents a pound and weighs 10.3 pounds a cubic foot. i 


COAL RATE HEARING 


That there is “more than one way to kill a cat” ig th 
somewhat vulgar aphorism popularly employed to express the 
idea that the relation between cause and effect is not always 
obvious. While the testimony, at the hearing at Chicago before 
Examiner Disque, in docket 20912 (and Sub. 1), Illinois Coq] 
Traffic Bureau against the A. & E. and others (see Traffic 
World, Feb. 2, page 273), seemed to leave no doubt of the 
fact that Illinois mine operators had suffered heavy decreases 
in shipments to the northwest since 1924, the reasons given ip 
explanation of the fact were many. 

Almost every gradation between unequivocal support of 
and flat opposition to the position of the complainants was 
represented by the testimony presented by witnesses for the 
numerous interveners and the defendants, in the course of the 
seven days ending February 7, in which testimony was received, 
Among the carrier witnesses, those who represented the Bur. 
lington, Illinois Central and the Missouri Pacific were of the 
opinion that rates from Illinois to Wisconsin and Minnesota 
should be reduced, so that a part or all of the three million 
tons (decrease in shipments in 1928, as compared with 1923) 
lost since the increases ordered in the lake dock coal cases in 
1924 took effect, might be regained by the Illinois mines and 
the carriers serving them. The C. & N. W., Northern Pacific, 
Great Northern, Soo Line and C. M. St. P. & P. all put on wit- 
nesses in opposition to any change in the existing adjustment, 
as did, of course, representatives of the Lake Michigan and 
Lake Superior dock interests. Fred Behring, of the Southern 
Railway, said his line was not unfavorable to some readjust: 
ment, but his testimony was principally for the purpose of 
showing that the Illinois rates were reasonable, and, he held, 
the losses in tonnage suffered by the Illinois operators were 
not attributable to the rate situation, but were primarily the 
result of mine conditions. “Other factors, over which the car- 
riers have no control, were responsible for the shrinkage in 
tonnage from Illinois,” he declared. “Something happened in 
1924 to upset the apple cart,” he went on. “Illinois would not 
get back its business in the northwest very rapidly even though 
the old rates were put in.” What that something was was 
—_— into in detail by representatives of the dock interests and 
others. 


The position of the C. & E. I., as presented by H. R. Wil- 
kinson, coal traffic manager, was that it was desirable that 
the relationship between the dock rates and the rates from 
Illinois that was in effect prior to 1924 be restored, but that, 
as the rates from both origins were low, that could best be 
effected by increasing the rates from the docks. 


Consumer representatives, generally, substantiated the fact 
that competition of Illinois coal had materially fallen off since 
1924 and held that the rates from Illinois should be reduced, 
though there was a wide shading in points stressed by them. 
Representatives of northern Illinois mines objected to the 
method of readjustment proposed by the complainant witnesses, 
saying that it would not meet their requirements to have the 
so-called “blue book” basis, less ten cents, sought by com- 
plainants put in. One feature of that proposal was that south 
ern Illinois should be elated to northern Illinois on the basis 
of a uniform differential of 70 cents. What was needed by the 
northern mines, it was said, was a reasonable competitive ad- 
justment from northern Illinois, without reference to any dif- 
ferential adjustment. 

Herman Mueller, of the St. Paul Association of Commerce, 
contended that both the rates from Illinois and from the head 
of the lakes to the Twin Cities were too high, and he attempted 
to show how that had come about. He declined to commit 
himself as to the propriety of the present relationship between 
the two, but supported complainant’s case to the extent of 
saying reductions from Illinois should be required. 

A somewhat similar position was taken by A. B. Pratt, of 
Minneapolis, representing the Northern States Power Company. 
However, he stressed the fact that “Illinois was out of the 
picture,” as far as competition in the territory was concerned, 
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Termini of Three Transcontinental directly into warehouse or waiting 
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SHIP’S SLING 


to Warehouse 
or Freight Car 


AKLAND, traffic center of 

the West Coast, offers 
every facility for the speedy and 
economical handling and dis- 
tribution of commodities of all 
kinds whether by rail or water. 


At the docks along the Oakland 


harbor ships tie-up, discharging cargo 


Railway Systems. 
, freight car. 


To and from the Port of Oakland, the Pacific Coast terminus of three trans- 
continental railroads come the ships from the seven seas. Oakland is definitely 
established as the most advantageous distributing point for the big markets within 
the immediate territory; for distributing to the eleven western states, and as the 
point for trans-shipment to foreign ports. Additional deep-water terminal facilities 
are afforded by the city of Alameda, on the southern side of the Oakland-Alameda 
Inner Harbor, also with transcontinental rail connections, giving the Oakland 
industrial area nearly 48 miles of harbor frontage, with more mileage available for 
additional deep-water harbor development on San Leandro Bay. 


Markets Best Served from Oakland 


THE LOCAL MARKET—Oakland has 960,000 people within a 10-mile radius; 
1,310,000 people within a 20-mile radius; 1,440,000 people within a 30-mile radius; 
1,610,000 people within a 40-mile radius. 


THE STATE MARKET—Two thirds of the area of California lies within Oak- 
land’s preferential freight rate district. 


THE WESTERN MARKET—Oakland is on the median line of the population of 
the eleven western states and is 15 per cent closer to the Pacific slope population 
than any other city to the north and south. 


No matter what your commodity or commodities may be—investigate Oakland as 
your center o , 5 pyre or distributing activities. All manner of statistical 
information g to be translated into the terms of your particular 
problem. Write Any ae yw ee eh you wish. All correspondence treated in the, 
strictest confidence. 


WRITE, INDUSTRIAL DEPARTMENT, OAKLAND CHAMBER of COMMERCE 


OAKLAND : CALIFORNIA 
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and held that it was essential a proper competitive relation be 
reestablished, so that when the consumer wished to buy coal, 
bids would be received from both sources. 

The carrier representatives who opposed the complainants 
introduced a large amount of rate testimony in support of the 
reasonableness of the rates under attack, and insisted that the 
rates from Illinois, as against those applicable from the docks, 
were reasonably related by the Commission in its decision in 
the lake dock cases; further, that the principal cause of the 
diversion in tonnage was not the rates put in effect from Illinois 
in 1924. It was shown that the tonnage to the territory from 
western Kentucky and Indiana mines had continued to increase 
after those rates went into effect, and attention was called to 
the increased use of oil, in competition with coal, and other 
factors which had operated against the Illinois mines. 

Martin A. Daly, general fuel superintendent, Northern Pa- 
cific, explained that, because of uncertainty of the dock supply 
prior to 1924, his line had made large purchases of Illinois coal, 
ranging as high as 173,000 tons: in 1920. In 1923 his line pur- 
chased 157,000 tons from southern Illinois, but had purchased 
none since that year, he said. According to W. D. O’Brien, 
assistant general freight agent, Great Northern, his line, simi- 
larly, made large purchases of Illinois coal prior to 1923, but 
had made none since. That amounted to 579,087 tons, in 1923, 
he said, and was as high as 955,947, in 1920. 

John H. Maher, of the Maher Coal Bureau, St. Paul, rep- 
resenting dock interests, testified as to the value of the dock 
investments and other commercial matters, as well as analyzed 
receipts in the northwest. According to him, the dock dealers 
did not get the tonnage lost by the Illinois mines; it went to 
the all-rail movement from the east and to non-union mines 
in eastern Kentucky and elsewhere. The total investment in 
dock facilities was given as approximately 4114 million dollars. 

A detailed statement of the competitive factors, other than 
freight rates, was presented by W. P. Ellis, sales manager, 
Berwind Fuel Company, of Minneapolis, which, he said, were 
responsible for losses suffered by the Illinois operators. Be- 
cause of strike conditions in eastern fields in 1922, and for 
other reasons, the shipments via the lakes to the docks had 
been materially less than normal prior to 1923, according to 
his testimony, while since that time, the reverse had been 
true. A great many Illinois mines had shut down in 1925 and 
1926, because of the so-called Jacksonville wage agreement, 
which took effect in 1925, and, in 1927 there was a strike in 
the Illinois fields, which lasted for approximately -six months, 
he pointed out. The labor situation, all-raik reductions from 
the east, coupled with considerations of price and quality of 
coal, were, he said, the cause of the trouble experienced by the 
Illinois operators. 


VA-N. C. CLASS RATE CASE 


A proposal to create a buffer territory with a buffer class 
rate scale to mitigate the harshness of the jump from official to 
southern classification on class traffic from Virginia to and 
within North Carolina was laid before Attorney-Examiner Hos- 
mer, February 5, in a further hearing in No. 16321, State Cor- 
poration Commission of Virginia vs. Aberdeen & Rockfish et al. 
The complaint is directed at the class rates that were filed 
by the carriers in compliance with what they believed to be 
the real desire of the Commission in the Southern Class Rate 
Investigation and the intrastate rates in North Carolina pro- 
duced by exceptions to southern classification. 

In behalf of the complainant T. D. Geoghegan submitted a 
scale 10 per cent lower than the scale prescribed by the Com- 
mission in the southern case. Creation of a buffer territory 
and scale was opposed by North Carolina and the railroads. 
Their opposition to the proposal was shown on cross-examina- 
tion of Geoghegan, after he had put in testimony under the 
leadership of H. E. Ketner, attorney for the Virginia commis- 
sion, by Wilbur LaRoe, Jr., for the North Carolina commission, 
and W, J. McGee, appearing for the southern railroads. 

Mr. LaRoe undertook to show by his questions that there 
was no such buffer territory along any part of the line between 
official and southern territories, and that Mr. Geoghegan had 
not made any particular study of transportation conditions in 
any border territory warranting his putting forth his proposal 
on account of any dissimilarity of conditions. 

Mr. McGee’s effort, in part, was to show that the Commis- 
sion, in its report, showed that it intended the southern class 
scale prescribed by it should be used both state and interstate. 


EASTERN CLASS RATES 


Advices from respondents in No. 15879, Eastern Class Rate 
Investigation, indicate that the revenue test, referred to in the 
Commission’s notice of August 8, 1928, will be completed on or 
about March 20, according to Commissioner Eastman. 

In view of that fact, the proceeding has been assigned for 
further hearing at Washington, April 10, for the purpose of 
incorporating the revenue test in the record. A date for 
the filing of exceptions about 30 days after the conclusion of 
that hearing will be fixed and the proceeding will probably be 
assigned for oral argument before the Commission in May or 
June, 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
System, published by West Publishing Co., St. Paul, — 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Alabama.) Under Code 1923, section 
6088, failure of bill of exceptions to show exception to action of 
trial court in overruling motion for new trial precludes review 
of such ruling on appeal, though it is unnecessary that motion 
for new trial or judgment thereon appear in bill of exceptions 
—Southern Ry. Co. vs. Scottsboro Wholesale Co., 119 Sou. Rep. 
241. ; 

Bill of exceptions presented within 90 days from date of 
ruling on motion for new trial is within time under Code 1992 
section 6433, and suffices to reserve for review the rulings on 
trial of original cause, whether or not bill of exceptions cop. 
tains an exception to action of court in overruling motion for 
new trial, since both the motion and ruling thereon under sec. 
tion 9459 become a part of record proper.—Ibid. 

In action for damages for failure of common carrier to 
deliver shipment of apples in good condition, evidence relatiye 
to defendant’s negligence in packing apples into car in which 
they were delivered held insufficient for submission to jury— 
Ibid. 

(Supreme Court of Alabama.) Per curiam. Petition of the 
Scottsboro Wholesale Company for certiorari to the Court of 
Appeals to review and revise the judgment and decision of that 
court in Southern Railway Co. vs. Scottsboro: Wholesale (o. 
119 So. 241.—Southern Railway Co. vs. Scottsboro Wholesale Co., 
119 Sou. Rep. 242. 

Writ denied.—Ibid. 


BAGGAGE 


(Court of Civil Appeals of Texas, Fort Worth.) “Baggage” 
is what, passenger takes with him for personal use or conven- 
ience, according to habits of class to which he belongs, either 
with reference to immediate necessities or the ultimate purposes 
of the journey.—Texas & P. Ry. Co. vs. Bryant, 11 S. W. Rep. 
(2d) 659. 

Husband held entitled to recover from carrier for unde- 
livered contents of trunk, which carrier had contracted to trans- 
port, made up partly of goods used by wife for her own personal 
comfort, though wife was not passenger; husband having, under 
ee 1925, art. 4619, community interest in goods with wife. 
—Ibid. 


Carrier had the burden of proof to show that trunk of 
plaintiffs, seeking recovery for its undelivered contents, was 
rifled, if at all, in transit, and not where it was kept by carrier 
awaiting transportation thereof.—Ibid. 


Refusal of court to give charge defining baggage in action 
to recover for undelivered contents of trunk by passenger hold 
not reversible error, where jury was told for what recovery 
could not be had, and it was not contended by carrier that 
articles for personal use of wife of plaintiff did not lose char- 
acter of baggage because of shortness of journey, or because 
of wife’s station in life, or of habits or uses of class of travelers 
to which she belonged.—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928. by West Publishing Co.) 
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BILLS OF LADING 


(Supreme Court of South Dakota.) When a sight draft 
is drawn, the drawer makes the payee the agent of the drawer 
for the purpose of collecting and remitting the proceeds of the 
sight draft—Maryland Refining Co. vs. Penn Soo Oil Co., 222 
N. W. Rep. 594. 

That drawee of sight draft attached to bill of lading re 
quested the drawer to draw through a certain bank did not 
make the bank the agent of the drawee, as regards liability for 
loss, when drawee’s check drawn in payment of draft was dis- 
honored, due to failure of payee bank.—Ibid. 

Where drawer transmitted sight draft and bills of lading 
to drawee bank with instructions not to deliver bills until 
payment of sight draft, thereby making bank its agent, drawee 
bank’s acceptance of check from drawee of drafts in payment 
thereof, and stamping same paid, and delivering over bills of 
lading to drawee, constituted payment thereof, where drawee 
had sufficient funds on deposit to pay check, notwithstanding 
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This Service Is 
Yours for the Asking 


To any industry desiring to relocate a factory, 
build or lease a warehouse, or establish an assembling 
plant, The Erie Railroad’s Industrial Development 
Service, will give you without cost or obligation, 
complete reports on: 


- 


Locations. 

Distribution. 

Materials, raw and finished. 
Rates. 

Land Values. 

Taxes. 

Labor. 

Building Costs. 

Utility rates. 


The correct combination of these factors means 
lower production costs and the most economical dis- 
tribution of your goods. 


C. E. Ward 


Industrial Commissioner 


50 Church Street, New York 


CHIP SSTRAE] 


ERIE RAILROAD 


THE ERIE ENTERS NEW YORK AT THE FRONT DOOR 
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fact check was not charged against drawee’s account until after 
bank had closed its doors.—lIbid. 
REGULATION OF COMMON CARRIER 


(Supreme Court of Ohio.) Where a motor transportation 
company abandons operation over a portion of its certificated 
route without the approval of such abandonment by the Public 
Utilities Commission, good cause for the revocation of the cer- 
tificate is thereby established. However, under section 614-92, 
General Code, when part of a route becomes concededly im- 
passable and the motor transportation company notifies the 
Public Utilities Commission of that fact, the Public Utilities 
Commission is justified in approving a suspension of operation. 
—Zanesville, C. & W. Transp. Co. vs. Public Utilities Commis- 
sion of Ohio, 164 N. E. Rep. 230. 

Where the uncontradicted facts of the record show that a 
motor transportation company, through its president, conferred 
upon various occasions with the Public Utilities Commission as 
to the impassability of part of its route, and that such motor 
transportation company at such conferences offered to operate 
over that part of the route which was passable, and that a letter 
was sent by the attorney of such motor transportation company 
to the Public Utilities Commission, notifying the commission of 
the impassability of such route, and that the chairman of the 
Public Utilities Commission noted upon such letter, “Approved,” 
followed by his signature, upon “complaint being instituted 
thereafter that the route has been abandoned, the Public Utili- 
ties Commission is not justified in revoking the certificate.— 
Ibid. 

(Supreme Court of Illinois.) Railroad’s petition for leave 
to discontinue a station because service was being furnished 
at a loss held insufficient to justify relief sought, where proof 
as to amount of receipts and expenditures was limited to the 
station, which did not show a loss, and there was no allegation 
or proof of gross revenues and expenses of railroad, its gross 
overhead expenses, or amount charged to depreciation.—Chi- 
cago & E. I. Ry. Co. vs. Illinois Commerce Commission, 164 
N. E. Rep. 147. 

(Supreme Court of Washington.) Plaintiff, who sold part 
of auto freight service business, was not precluded from sub- 
sequently disposing of remainder of business to third person, 
in absence of contrary provision in agreement.—Wall vs. Smart, 
272 Pac. Rep. 711. 

Where plaintiff sold part of auto freight service business, 
and agreed to make application to have placed on its certificate 
limitations excluding such service, failure to have such limitation 
entered on certificate held immaterial in determining buyer’s 
liability for price, where seller, before disposing of remainder 
of business, carried no freight over buyer’s route, since buyer 
would have received no more if limitation had been entered.— 
Tbid. 

(Court of Civil Appeals of Texas, Fort Worth.) Tax laws 
are to be construed strictly.—Yellow Cab Co. et al. vs. Pengilly, 
Tax Collector, 11 S. W. Rep. (2d) 560. 

Automobiles having a seating capacity of not more than 
seven passengers rented upon specified terms to the general 
public, who were given complete control of the cars until their 
return, without limitation as to the roads over which the cars 
were to operate, held not subject to motorbus taxes under Pen. 
Code, art. 820, in view of statutory definition of “motorbus” 
as passenger motor vehicle with seating capacity of more than 
seven persons.—Ibid. 


HOCH-SMITH CHALLENGE CASE 


Appealing railroads seeking to set aside the Hoch-Smith 
rates on deciduous fruits, other than apples, from California 
to the east, prescribed by the Commission in thé complaint 
brought by the California Growers and Shippers Protective 
League, in their brief in the Supreme Court of the United 
States, in No. 273, Ann Arbor et al. vs. United States, Inter- 
state Commerce Commission and California Growers and Ship- 
pers Protective League, treat the matter as one wholly of law. 
oral argument has been set for February 25. 

The present case, the railroad lawyers assert, is not one 
depending upon conflictinng testimony or disputed questions 
of fact. 

“The questions involved are legal rather than factual,” 
asserts their brief. “Definite legal propositions are to be passed 
upon. The applicability of a resolution (Hoch-Smith) made by 
Congress, the construction of that resolution, the question of 
the duty of the Interstate Commerce Commission to apply rules 
established by acts of Congress respecting transportation and 
commerce, the confiscatory character of the rate fixed under 
an erroneous reading of the order of the legislative department 
of the United States present ‘those salient circumstances’ 
which require the court to review the orders of the Commission 
mentioned by the court in Illinois Central vs. Interstate Com- 
merce Commission, 206 U. S., p. 445.” 

The attorneys submitted that Congress by a mere joint 
resolution did not make, nor intend to effect a rate-making 
policy or upset the principle and plan of railroad regulation 
that had gradually and painfully developed over more than 
forty years of experience, trial] and error, and which culminated 
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in the transportation act of 1920. 

“Rather does it seem clear that the resolution,” contip 
the attorneys, “is a mere direction to the ministerig] Office 
of the government to enforce and carry out the provisions of 
the existing law so as to give full force and effect to that com 
plete and affirmative policy of regulation prescribed by the 
interstate commerce act as it has developed through succesggiyp 
amendments made thereto over a long period of time.” 

The railroads assert that the Commission relied in making 
the reduced rates in ‘question “upon a supposed mandate to 
lower existing rates on agricultural products believed to be 
contained. in the Hoch-Smith resolution.” 

The railroads deny that the resolution carries such a map. 
date, basing their contention upon the legislative history o 
the resolution, which they say shows the resolution ig not jp. 
tended to establish a new policy but to give effect to the exigt. 
ing one. 

“The rate is confiscatory,” declares the brief, “because jt 
does not give the carriers a substantial return over costs, prop- 
erly allocated to the service, but only ‘some return’ or ‘a slight 
profit.’ The rate was intentionally fixed below the point where 
there would be a substantial return because the Commission 
regarded it as a duty imposed by the resolution to reduce a 
rate not unreasonable, under the tests adopted and applied ip 
general, in order to aid the deciduous fruit growers of Cajj. 
fornia.” , 

The railroad lawyers declared that the decision itself 
showed that the rate was confiscatory, wherefore they asked 
for a reversal of the decision of the district court dismissing 
their application for an injunction. 


BALTIMORE WAREHOUSE CASE 


An unusual litigation, for setting aside an order of the 
Commission, has been begun at Baltimore, Md., before a. statv. 
tory court composed of Circuit Judge Parker and District Judges 
Soper and Coleman. In equity No. 1472, Terminal Warehouse 
Company of Baltimore vs. United States, Interstate Commerce 
Commission and Pennsylvania Railroad Company, the complain- 
ant asks the court to enjoin and set aside the order of the 
Commission in No. 15445, McCormick Warehouse Co. vs. Penn- 
sylvania, decided November 22, 1928. (See Traffic World, De. 
cember 8, p. 1289.) 

The order directs the Pennsylvania to cancel tariff provi- 
sions whereby the warehouses of the complainant, other than 
its hay and straw warehouse, are designated as parts of its 
station facilities for the dispatch and receipt of freight. The 
Pennsylvania pays the Termirial for loading and unloading 
carload freight, but has refused to make a similar arrangement 
with the McCormick. The Commission, on reconsideration, re- 
versed a prior holding in which it decided that the arrangement 
was not unduly prejudicial to the McCormick warehouse. Its 
reversed holding was that the arrangement was unduly preju- 
dicial to the complainant, because, as it said, the Terminal was 
not performing a transportation service for the Pennsylvania 
but a tirade service for the shippers who shipped to it as a 
consignee and then shipped out goods as consignors. It said 
that the filing of the tariffs, by the Pennsylvania, was “nothing 
more than a device to lend iegality to the payment of rebates 
to the Terminal.” 

The complainant asked for the injunction on the ground 
that the cancellation of the tariffs would cause irreparable 
damage to it, amounting to $50,000 a year, which it could not 
recover by appeal to the law. The effective date of the order 
has been postponed by the Commission from January 10 to 
February 11. ’ 

On account of the unusual character of the case the parties 
to it were ordered by the court to file briefs in the matter 
before. the argument, which was made at Baltimore on Feb- 
ruary 4. Briefs were submitted for the complainant by James 
W. Carmalt and R. EB. Lee Marshall; for the Commission, by 


‘J. Stanley Payne and D. W. Knowlton. The United States was 


represented by Elmer Collins, of the Department of Justice, and 
the McCormick company by J. J. Hickey. 

The case is of great interest in the east on account of the 
fact that at nearly all the ports the railroads, on account of 
the crowded character of their terminals, hire warehousemen 
to load and unload carload traffic so as to preserve space and 
railroad equipment. They thereby relieve the shippers of such 
freight of the general rule that shippers and receivers of car 
load freight must do their own loading and unloading. 

In the case that has been taken to court the allegation was 
made that the Terminal performed no such service for the 
railroad company, but, on the contrary, performed loading and 
unloading for only shippers desirous of receiving warehouse 
service and not merely loading and unloading service. 

The Terminal contended that there could be no undue preju- 
dice againgt the McCormick warehouse, because, among other 
things, it was situated upon the Municipal Belt Railroad and 
not upon the Pennsylvania and that its disadvantage came, 
if any, from the failure of that railroad to make arrangements 
for the loading and unloading of carload freight through the 
McCormick warehouse. 
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THE TRAFFIC WORLD 


THE NEW AMERICAN MERCHANT MARINE 


throws the markets of the world open to 


*AMERICA FRANCE LINE 
42 Broadway, New York City 
N. Atlantic to French Atlantic ports 


*AMERICAN BRAZIL LINE 
17 Battery Place, New York City 
Atlantic ports to ports in Northern Brazil 


*AMERICAN DIAMOND LINES 
67 Exchange Place, New York City 
North Atlantic Ports to Holland and Belgium 


DIXIE UK LINE 
New Orleans, La. 
New Orleans to United Kingdom 


AMERICAN MERCHANT LINES 
17 Battery Place, New York City 
Passenger and freight services to United Kingdom 


*AMERICAN PIONEER LINE 
11 Broadway, New York City 
North Atlantic ports to Orient, India 
and Australia 
An around-the- World Service periodically 
via the Suez Canal 


DIXIE MEDITERRANEAN LINE 
; New Orleans, La. 
~ New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
Hibernia Bank Bldg., New Orleans, La. 
Gulf ports to east coast of South America 


MISSISSIPPI VALLEY EUROPEAN LINE 
Hibernia Bank Bldg., New Orleans, La. 
New Orleans to French and Belgian ports 


YANKEE LINE 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


GULF WEST MEDITERRANEAN LINE 
917 Whitney Building, New Orleans, La. 
Gulf and South Atlantic ports to Portuguese, 
Spanish,and North African ports(west of Bizerta) 


MOBILE OCEANIC LINE 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdom and continental European ports 


AMERICAN GULF ORIENT LINE 
917 Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


AMERICAN REPUBLICS LINE 
33 Broad Street, Boston, Mass. 


N. and S. Atl. ports to Brazil and River Plate 


ports, east coast of S. America 


ORIOLE LINES 
Citizens Natl. Bank Bldg., Baltimore, Md. 
North Atlantic ports to west coast of 
United Kingdom and Irish ports 


SOUTHERN STATES LINE 
925 Whitney Central Building, New Orleans, La. 
New Orleans and Texas ports to German 
and Holland ports 


TEXAS MEDITERRANEAN LINE 


Corton Exchange Bldg., Galveston, Tex. 
Texas ports to Mediterranean ports 


TEXAS UKAY LINE 
Galveston, Texas 
Texas ports to United Kingdom ports 


TEXAS STAR LINE 
New Orleans, La. 
Texas ports to French and Belgian ports 


UNITED STATES LINES 
45 Broadway, New York City 
Passenger, mail, freight services to 
England, Ireland, France and Germany 


* Accommodations available for a limited 
number of passengers on these lines. 





AMERICA’S INDUSTRIES 


| the busy years since 1918 there has been built up in the United 
States an extensive new Merchant Marine that in equipment, 
personnel and ability ranks with the finest in the world. It consists 
of a fleet of several hundred speedy, modern ships contained in the 
20 lines operated for the United States Shipping Board and in the 
17 lines developed and formerly controlled by the Shipping Board 
but now under private ownership. 

Sailing regularly from Atlantic Coast, Pacific Coast and Gulf 
ports for practically every port of importance in the world, these 
fast American freight vessels have played an important part in 
our world-wide industrial expansion of the last few years. Today 
they offer manufacturers and producers in this country such de- 
pendable, economical transportation facilities as have never before 
been available. 

On this page are listed the 20 lines, embracing 256 vessels, 
under Shipping Board management. Available to users or prospec- 
tive users of all these lines are the advice and counsel of the ex- 
perienced American operators of the Merchant Fleet Corporation. 
These experts will be glad to help you solve any shipping problems. 

For complete information on either freight or passenger services, 
write for“Trade Routesand Shipping Services,” acomprehensive free 
booklet issued for manufacturers interested in Foreign Commerce. 
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UNITED STATES SHIPPING BOARD 


MERCHANT FLEET CORPORATION 


WASHINGTON, D. C. 


PASSENGER SERVICES: Luxurious passenger accommodations are 
available on the vessels of the United States Lines which include the 
famous Leviathan, world’s largest ship. The American Merchant Lines, 
with sailings weekly, offer comfortable passage at remarkably reason- 
able rates between New York and London. 
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Inland Waterway Development 


Large Sums of Money Spent in Carrying Out the Government Policy—President-elect Hoover the 
Chief Proponent of a Vast Waterway System to Lower Rates and 
Furnish Added Transportation Facilities 


By Stanley H. Smith 


One hundred and twenty-seven years ago Congress 
made the first appropriation for improvement of waterways. 


The amount of money made available in 1802 was a trifling 


sum—thirty thousand dollars—compared with appropria- 
tions made in later years. The federal legislators of more 
than a century ago might 
have paused if they could 
have foreseen that their 
modest authorization was to 
be the forerunner of appro- 
priations that, to June 30, 
1928, aggregated more than 
one and one-half billion dol- 
lars. 

The early Congresses, 
however, made rather rapid 
progress in the direction of 
making available federal 
funds for waterway devel- 
opment, particularly after 
1824, when a definite policy 
in that respect was adopted. 
The first million-dollar ap- 
propriation was made _ for 
canals in 1828. In 1837, 
$1,666,722 was _ appropri- 
ated, of which approwi- 
mately $300,000 was for 
canals, $600,000 for har- 
bors, and $700,000 for riv- 
ers. The two-million dollar 
appropriation ‘did not come 
until 1852, and after 1871 
there were annual appropria- 
tions of around $5,000,000. 

Twenty-two million dol- 
lars was appropriated in 
1888 and this record was 
broken in 1890 when about 
$25,000,000 was made avail- 
able. Seventeen years later 
the appropriation reached 
$37,000,000, and in 1910 
approximately $40,000,000 
was appropriated. Now Con- 
gress annually appropriates 
around $50,000,000 for river and harbor work. 

Up to June 30, 1928, according to official records, $1,547,- 
184,724 had been appropriated by Congress for improvement 
of waterways. That total, however, includes appropriations 
for flood control work, and a recent estimate is that Con- 
gress has appropriated over a billion and a quarter dollars 
that has been spent on the harbors and inland waterways, in- 
cluding the lake inland waterway system. About two-thirds 
of the total was for new work and the rest for maintenance. 


National Waterway Policy 


In terms of dollars, the foregoing gives substantial evi- 
dence of the fact that the United States is committed to the 
improvement of its waterways on a large scale. Additional 


HERBERT HOOVER 
Chief Proponent of Inland Waterway Development 


evidence of that fact is also found in other than appropria- 
tion acts of Congress. In section 500, of the transportation 
act, 1920, Congress declared it to be its policy “to promote, 
encourage, and develop water transportation, service, and 
facilities in connection with the commerce of the United 
States, and to foster and pre. 
serve in full vigor both rail 
and water .transportation,” 
The Denison barge line ex- 
pansion act of 1928 was 
passed for the purpose of 
compelling, by negotiation, if 
possible, and, if not, by order 
of the Interstate Commerce 
Commission, the establish- 
ment of through routes, 
joint rates, and divisions of 
rates by the government 
barge line and the railroads 
—the compulsory feature of 
the legislation having been 
directed at the railroads. 
The Denison act also applies 
to privately operated com- 
mon carrier barge lines, if 
any, and provides for the 
continuation of barge-and- 
rail arrangements _ brought 
into existence under the act 
in the event the government 
barge line should be sold 
to private interests, until 
changed by order of the 
Commission or by mutual 
consent of the water carrier 
and the other participating 
carriers. 
Scope of Waterways 
System 


Herbert Hoover, Presi- 
dent-elect of the United 
States, as Secretary of Com- 
merce assumed the leader- 
ship of proponents of water- 
way development by visual- 
izing a network of inland rivers, intracoastal canals, and 
shipways from the Great Lakes to the Gulf of Mexico and to 
the Atlantic Ocean, teeming with water-borne traffic. He did 
not originate, of course, proposals that this or that waterway 
be improved, but viewing the picture as a whole, he forcefully 
directed the nation’s attention to the subject as he viewed tt. 

Improvement of the Mississippi and Ohio rivers has 
been under way for years, and work on their tributaries 
suitable for navigation has been- provided for or is in con- 
templation. An indication of the scale on which waterway 
improvement work is being pursued is found in the water- 
way from Massachusetts to Texas. This waterway begins 
at Boston. From that point it extends to New York, via 
the Cape Cod Canal. From New York to the Delaware 
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offers an entirely new and thoroughly 
up-to-date course of spare-time train- 
ing in Traffic Management. 

This course is not our old one made over, 
although we have cause to be proud of the 
results obtained by men who have completed 
our former Traffic Course. It is entirely 


L ASALLE EXTENSION UNIVERSITY 


new—conceived, planned and executed to re-_ 


flect present-day conditions in the industrial 
and transportation fields. It embraces all 
phases of traffic management from both the 
railroad and industrial angles. 

Written and edited by railroad and indus- 
trial traffic men of national reputation, it 
places at the disposal of anyone who desires 
_to become proficient in the intricacies of this 
relatively new profession, the combined ex- 
perience of the leaders. 

Based upon the experience plan, admin- 
‘istered through our Problem Method, and 
embodying the most modern and efficient 
methods of imparting knowledge, it has re- 
ceived the unqualified indorsement of edu- 
cators and traffic officials. 

Just as successful lawyers, physicians, or 
accountants must be thoroughly grounded in 
the theory of their professions, and acquire 
skill by practice, so the twentieth-century 
traffic man is afforded the opportunity in 
this training to learn and apply the economic 
laws underlying the establishment and opera- 
tion of the modern transportation machine, 
and is then given the mechanical knowledge 
and skill with which to follow through in- 
telligently and effectively. Briefly stated, this 
course of training contains the “Why” as 
well as the “How.” 


Perhaps the most convincing testimonial to 


Traffic Management 
Training! 


the practical worth of this new training is 
seen in the enthusiastic acclaim accorded it 
by the experienced traffic executive, the man 
who knows just what is essential to the right 
kind of training. 

The numerous problems used are those 
actually met in railroad and industrial traffic 
departments, selected with discriminating 
care from thousands of problems encountered 
by the traffic officials of railroads, industries 
and traffic associations throughout the United 
States and Canada. 

This training possesses a strong appeal for 
the executive as well as the novice, because 
of its advanced information and reference 
value, based upon exhaustive and painstaking 
research. 

The better positions in the traffic field are 
earned and held as a result of loyal and 
efficient service. To the young man in traffic 
work who aspires to these better positions, 
we say that this training will enable a man 
to give such service and thus progress to bet- 
ter positions. To the more experienced traffic 
man who wishes to increase his knowledge 
and ability, this training will bring much of 
immediate and lasting value. 

Many of the foremost traffic men in the 
United States today attribute their success 
directly to LaSalle training, and it is due in 
no small measure to the efforts of these same 
men that LaSalle has been able to prepare 
and offer to the traffic field this new and re- 
markably fine course of home study training. 

Space does not permit us to tell more here. 
But we have prepared a 64-page booklet, 
“Opportunities in Traffic Management,” which 
describes this training in detail. This booklet 
will be sent to you with our compliments if 
you will write us. 
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River there is a private canal. Down the Delaware River and 
through the Delaware and Chesapeake Canal into Chesapeake 
Bay is the next link in the system. From Norfolk one may 
almost reach Beaufort, North Carolina, by inland canal. The 
section from Beaufort to Cape Fear-River has been authorized 
but not constructed. From Cape Fear River the waterway 
extends to Charleston through Winyah Bay and thence to Sa- 
vannah and Jacksonville. From Jacksonville to Miami, Florida, 
it is proposed, this waterway from Boston shall extend, then 
along the Gulf on the west coast of Florida, where there are 
some small canals, not yet connected all the way. The gov- 
ernment barge line uses the next section of the Boston-Texas 
waterway—an inland waterway from the Warrior River to New 
Orleans, at which point begin the intracoastal waterways to 
Corpus Christi. When this waterway has been completed, barges 
may move from Boston to Gulf points, up the Mississippi River 
to the Twin Cities, up the Ohio River, up the Missouri River, 
and up the Illinois River waterway when the lakes-to-the-gulf 
waterway is navigable. 

Projects for river and harbor improvements that have been 
authorized by Congress and are yet to be completed will cost 
about $243,000,000. Work on the Ohio River is nearing com- 
pletion. In the absence of abnormal conditions it is expected 
that all the locks and dams on the Ohio will be completed this 
summer. The Ohio will have a channel nine feet deep. More 
than a hundred million dollars has been spent on the Ohio. 
Work on the Missouri River from Kansas City to the mouth 
is in progress and improvement of the Missouri between Kansas 
City and Sioux City is authorized. The object here is to obtain 
a six-foot channel for barge line operation. On the upper Mis- 
sissippi work is in progress in order that a six-foot channel may 
be maintained for barges. It is estimated that the entire 
Missouri River project will cost $46,000,000. There is agitation 
for nine-foot channels in the Missouri and upper Mississippi 
rivers. 

Hoover’s Views on Subject 


Mr. Hoover takes a long-range view of the question of 
waterway development and justifies, in part, advocacy of such 
development on the ground that the time will come when the 
country will need waterway transportation facilities. There- 
fore, he thinks that the waterway program will not hurt the 
railroads. He says population will increase by forty millions 
in the next quarter of a century and that, if we are to preserve 
the standards of living and increase the comfort of this en- 
larged national family, we must place in use every resource 
we possess. 

In the Mississippi River system he visualizes a modern 
transportation system of nine thousand miles of connected 
waterways, serving twenty states, furnishing a complete north 
and south trunk line across the nation through the lakes from 
Duluth through Chicago to the Gulf of Mexico, and an east and 
west. system from Pittsburgh to Kansas City. Added to this, 
says he, are the great channels of the upper Mississippi, the 
upper Missouri, the Cumberland, the Tennessee, the Arkansas 
and other streams. In the opinion of Mr. Hoover, not only is 
waterway development for navigation to be a necessity in the 
future, but projects should be hastened to completioon to the 
end that cheaper transportation, as he contends, may be afforded 
the people. 

The President-elect of the United States has definite opin- 
ions as to the scope of waterway development projects. The 
Columbia River system should be embraced in any national 
program of major water improvements, in his opinion. He fa- 
vors the intracoastal waterway from Boston to Texas. He fa- 
vors the St. Lawrence shipway to the Atlantic Ocean, in pref- 
erence to the so-called all-American route across the state of 
New York. The proposal to build the St. Lawrence shipway 
is now the subject of diplomatic negotiations between the United 
States and Canada. There are some knotty problems involved 
that may not be solved for some time. Waterway advocates 
expect great things of Mr. Hoover as President. 


GREAT LAKES LEVEL 


A plan whereby the Secretary of War will be placed in 
control of the level at which the waters of the Great Lakes 
shall be held has been proposed by Representative Peavey, of 
Wisconsin. In a bill introduced in the House of Representa- 
tives, H. R. 16697, it is declared that the present and future 
public convenience and necessity and national security and 
defense demand that all the waters of the Great Lakes and their 
tributaries within the United States and the Dominion of Can- 
ada, be retained within the watershed of the lakes and are 
necessary for navigation. 

But, the bill says, by proviso, that upon any application to 
the Secretary of War for a permit or renewal of existing permit 
for diversion of water from the lakes’ watershed into any other 
adjoining watershed or basin, for navigation, the Secretary of 
War and the Chief of Engineers of the army shall examine and 
certify how much water is necessary in times of low flow and 
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the secretray may issue a revocable permit for the use of such 
water found necessary for navigation. Before any such per 
is issued, the bill says, it must be proved that every other ep, ; 
neering and economic means have been resorted to to furnish 
enough water for navigation. 

The second section of the bill declares that it is understood 
that the declaration about water level in the preceding section 
extends to and includes the connecting waterways between the 
Great Lakes and the St. Lawrence River. It also says that the 
waters shall be common highways and forever free to all git. 
zens of the United States. It declares the title and ownershj 
of lands under water below high water mark in the Great Lakes 
vatershed shall be and remain in the United States. It furthe 
declares that admiralty jurisdiction for all purposes shal] gy. 
tend to the said lands and waters, but that international] opj. 
gations shall not be affected nor shall rights to take water fo, 
usual municipal and domestic purposes be lessened by the act 


BARGE LINE AND RAILROADS 


The Traffic World Washington Bureay 


A tentative agreement to give effect to the provisions of 
the Denison barge line act of 1928 with respect to through routes 
joint rates and divisions has been reached by the Inland Water. 
ways Corporation and representatives of the railroads, accord. 
ing to a formal announcement made by Secretary of War Dwight 
F. Davis. 

Secretary Davis said he had been informed by Major Gen. 
eral T. Q. Ashburn, of the corporation, that an agreement, sub. 
ject to approval, had been reached. 


“I appreciate the spirit in which both sides carried on the 
conferences,” said the Secretary, referring to the series of con. 
ferences held by the officials of the corporation and representa. 
tives of the railroads. 

“If the agreement is approved by the railroad executives 
and by me, I regard it as the most important development for 
the whole waterways movement in coordination and coopera. 
tion with the railroads that has ever been accomplished.” 

The terms of the agreement, it is understood, will not be 
made public until the Secretary of War and the railroads have 
approved it. The agreement was negotiated at conferences in 
which General Ashburn and his assistants, on the one hand, 
and Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, and the traffic officials of the rairloads, on 
the other, participated. 


C. & O. IMPROVEMENTS 
Improvements, extensions and betterments, at an approxi- 
mate expenditure of $18,403,000, will be made by the Chesapeake 
& Ohio Railway at various points on its system, according to 


announcement by W. J. Harahan, president. These improve- 
ments include additional shop facilities, trackage, engine ter- 
minal facilities, freight and passenger depots, and grade cross- 
ing separations. Practically every part of the system will be 
benefited. Preliminary plans for the work have been completed 
and actual construction will be started soon. The expenditures 
are made under authority recently granted by the Commission 
on the company’s application to capitalize past expenditures 
for improvements for the purpose of reimbursing the company’s 
treasury. 


SOUTH PHILADELPHIA IMPROVEMENTS 


Rapid progress is being made by the Pennsylvania Railroad 
in carrying to completion the comprehensive program of im- 
provements and extensions to its track, yard and export coal 
handling facilities in the South Philadelphia district. It is 
expected that the entire project will be opened for service by 
To date, the Pennsylvania has 
spent nearly $11,000,000 on this program of improvements, 
which embraces large engineering feats. The remaining work 
will require the expenditure of several million dollars more. 

The railroad is building in South Philadelphia one of the 
largest and most complete terminal freight yards in the world. 
It will extend along the extreme southern boundary of the city 
from Point House Wharf to the Broad Street Navy Yard et- 
trance, occupying an area of approximately 295 acres. It will 
accommodate 8,500 freight cars at one time and will have as 
part of its facilities a modern and fully equipped coal pier with 
two dumpers for the mechanical transfer of export coal from 
railroad cars to vessels. The new coal pier will be approxi- 
mately 4,000 feet south of the railroad’s present Greenwich coal 
pier. 

The program also includes the elimination of many grade 
crossings in the southern section of the city, through the eleva- 
tion of the tracks on Twenty-fifth street from Gray’s Ferry 
road to Passayunk avenue, and from Passayunk avenue to 
Broad street at. the Navy Yard entrance. At this point the neW 
yard trackage will begin. 
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SALE OF U.S. LINES 


The Traffic World Washington Bureau 


Members of the Senate desirous of delaying action by the 
Shipping Board on bids received for the purchase of the United 
States Lines and the American Merchant Lines accomplished 
their purpose when the Senate, late February 6, without a record 
vote, agreed to a resolution offered by Senator McKellar, of 
Tennessee, calling for investigation of the bids by the Senate 
commerce committee and requesting the board to hold up the 
sale of the ships pending further action by the Senate. 

The following day members of the Shipping Board, instead 
of convening that morning to take action on the bids, went to 
the Senate commerce committee. 

Senator Jones, of Washington, chairman of the committee, 
asked T. V. O’Connor, chairman of the board, whether the board 
had decided to accept one of the bids. The chairman replied 
that no decision had been reached—that the board was to have 
met that morning to consider the bids. Chairman Jones then 
asked that if the board reached a decision as to which of the 
bids it would accept, would it delay final action until it had 
come to the committee for the purpose of going over the details 
of the proposal. Chairman O’Connor said the board would pur- 
sue that course. 

In discussion of the McKellar inquiry resolution in the Sen- 
ate, Senator McKellar said the sale was to be made to P. W. 
Chapman & Company, Inc., without reference to the Fleet Cor- 
poration for advice—that a former employe of the board, “a 
Mr. Sheedy,” was identified with the Chapman company. The 
reference was to Joseph E. Sheedy, formerly an official of the 
Fleet Corporation. The senator said Sheedy had come to his 
office “lobbying” with reference to the matter. He asserted 
the board was proposing to sell some thirteen vessels, “worth 
probably $30,000,000 or $40,000,000, to this ex-employe of the 
board for $4,000,000 in cash and the balance of $12,000,000 on 
credit, with an obligation on the part of the government to 
furnish three-fourths of the money necessary to build two more 
ships at a cost of $28,000,000 each.” 

“IT do not think it was the intention of the Congress at 
any time that all these great trans-Atlantic line ships should be 
sold,” said he. “It is the only line the American people have 
in any way to control freight rates on the north Atlantic.” 

Senator McKellar said the Chapman company, at least he 
had been so informed, was not a shipping concern at all, but 
“a bonding or real estate concern,” and that “evidently it is a 
promotion scheme, pure and simple.” These were reasons why, 
he said, the Senate should investigate. 

Senator Jones, of Washington, thought that the government 
would never again be offered as much for the ships as offered 
.by the Chapman interests. He indicated a belief that the board 
should be allowed to proceed. 

“If the Shipping Board is proceeding in accordance with the 
policy which has been laid down, why not let them manage it?” 
asked Senator Caraway, of Arkansas. 

“I think the senator is correct,” said Senator Jones. 

In response to an inquiry from Senator Bruce, of Mary- 
land, Senator Jones expressed a fear that if the Senate adopted 
the McKellar resolution there would be danger of the loss of 
the sale of the ships. 


The policy of the Shipping Board is to transfer its ships 
and lines into private hands, whenever and wherever that can 
be accomplished with proper assurances that the'lines will be 
maintained and developed, the board has advised the Senate 
in replying to the resolution adopted on motion of Senator 
McKellar, of Tennessee, asking for information with respect to 
the proposed sale of the United States Lines. The board ex- 
plained that its report included information about the American 
Merchant Lines because the five combination passenger-cargo 
vessels of that line were being offered for sale along with the 
United States Lines. 

In view of the fact that P. W. Chapman & Company, Inc., 
of New York, submitted the high bid of $16,300,000 for the two 
lines, according to the report, the board has proceeded to the 
point of investigating the financial standing of Mr. Chapman 
and his business record. 


All bidders were put on notice, said the board, that the pur- 
chaser would be required to construct in the United States two 
new vessels at its own expense within three years from the 
date of award or any extended period granted by the board, 
the plans and specifications for the new ships to’be approved 
by the board. The Chapman bid agrees to this condition. The 
board is prepared to lend to the purchaser up to 75 per cent 
of the cost of construction of the new vessels, under the loan 
provisions of the merchant marine act of 1928. 

The United States Lines, according to the report, showed 
a loss of $465,308 for the fiscal year ended June 30, 1928, and 
for the same period the American Merchant Lines showed a loss 
of $82,676.88. For the calendar year 1928 the United States 
Lines showed a loss of $661,850, and the American Merchant 
Lines a profit of $26,806. 

From July, 1922, to June 30, 1928, the United States Lines 
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lost $8,335,734, and for the fiscal years 1925 to 1928, inely 
the American Merchant Lines showed a loss of $1,146,716 
stated the report, includes 


Bive, 


None of the foregoing figures, 
interest or depreciation charges. 

The report stated that the total cost of the vessels of {h 
United States Lines—the Leviathan, George Washington Prest 
dent Roosevelt, President Harding, Republic and the Ameri ‘ 
to the government was $32,618,675, and that these vessels a 
now carried at a book value of $14,674,900, as against the Cha 
man bid for these vessels of $13,782,000. > 

The Leviathan, George Washington, Republic and Amer; 
are vessels that were seized from Germany at the beginnins 
of the war, and the costs as to them are the recondition 
and conversion costs. The report stated their origina) con 
struction cost was not available. / 

The total cost of the five vessels of the American Merchant 
Lines was listed as $18,565,358; their present book value, $349. 
800 each, as against the Chapman bid of $460,000 each. ’ 

The total book value of the vessels of both lines was listed 
as $16,378,900, as against the Chapman bid of $16,082,000, In 
addition to the latter figure, the bid includes $218,000 for leage. 
holds, making the total bid, $16,300,000. 


DENY NEW YORK CONGESTION 


The Trafic World New York Bureay 


Facts refuting claims of other ports, mostly southern, that 
congestion exists in the port of New York terminals handling 
export, import and coastal traffic, are contained in letters 
passing between the port of New York authority and the 
American Railway Association, 

“There has been no congestion of any importance or dura. 
tion since 1920, which at that time was not due to lack of 
railroad facilities,” said the communication from the American 
Railway Association, signed by E. J. Cleave, district manager 
of the car service division, “but to the strike of the terminal 
marine workers and terminal yards workers.” 

This was in answer to the query if there had been any 
congestion, worthy of the name, in railroad terminals of the 
port in recent years. In response to the question if railroad 
terminal facilities were inadequate at the present time, Mr, 
Cleave answers in the negative and added: “Railroads are cur. 
rently increasing facilities to meet the natural increase in 
business.” 

Another question submitted to him was: “Is there not a 
substantial margin of surplus capacity in these terminals at 
the present time?’ To this he answered: “Rather than sub- 
stantial margin, which appears to me rather indefinite, I would 
say there is a safe margin of railroad facilities, which at the 
present time we have no reason to suppose will not be currently 
maintained.” 

The Port Authority, in addressing these questions to the 
American Railway Association, said it did not agree that conges- 
tion existed, but that statements such as are in circulation, if 
uncontradicted, reflected seriously upon the port and its busi- 
ness interests. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Burete 


In the face of continued inactivity and general absence of 
demand from shippers, full cargo rates have held firm in the 
last week and, in some instances, have shown an advancing 
tendency. Overseas traffic is proceeding on a moderately active 
average on regular services. Sufficient full cargo vessels are 
available to care for excess business, and at the same time there 
is no surplus space to depress the market. 

The grain trade shows no signs of a revival in the near 
future. The average figures quoted for prompt loading are 
as follows: from Atlantic ports, 1s 6d per quarter to London, 
2s 6d to Liverpool, 2s 6d to Glasgow, 2s 6d to Manchester, 2s 6d 
to Hull, 3s to Leith, 3s to Avonmouth, 3s 3d to Irish ports, lle 
per 100 pounds to Hamburg and Bremen, 14c to Rotterdam and 
Antwerp, 17c to Copenhagen, 16c to Havre, Dun*irk, Bordeaut, 
and St. Nazaire, 19c to Marseilles, 19c to Genoa, Leghorn and 
Naples, 20c to Venice and Trieste, 22c to Sweden, 22c to Greece, 
22c to Malta. 

The lumber trade has improved slightly. Fixtures from 
the Gulf to the River Plate are reported at $16.75 to $17.00 per 
1,000 feet. 

The intercoastal conference is functioning smoothly, with 00 
further indications of rate troubles from independent steamship 
lines. Plans under way at present for merger of several “outside 
services, if successful, will tend to strengthen the conference 
and assure stability of rates. 

Some apprehension has been felt over conditions in the 
West African trade, due to the entry of a new steamship line 
operated by A. L. Burbank, and the possibility that the Shippins 
Board might support the Barber Line in a policy of rate cutting 
to meet the new competition. Nothing has developed at this 
time to indicate any change in conditions. 

Protest has been made to the Shipping Board by Texas 
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cotton interests against the maintenance of a 50c per 100 pounds 
rate on high density cotton from Galveston and Houston to 
Havre, Antwerp and Ghent, while the rate to Rotterdam, Bremen 
and Hamburg is only 45c per 100 pounds. Efforts are now being 
made to adjust the matter through negotiations between the 
district director at Galveston and the steamship operators in 
that territory. 

The agent of R. P. Houston & Co. at Montevideo has cabled 
the head offices of the line as of February 2, stating that the 
Uruguayan decree fixing new regulations for markings on import 
packages and crates has been modified so as to require only 
that containers shall be marked in such manner as to make the 
markings easily readable. Gross weight, net weight and volume 
of goods shipped must be shown, but value need not be indicated. 
Strong protests have been made by shippers: in this country 
against the decree in its original form, as enforcement of the 
branding regulations outlined therein would have involved heavy, 
and in some cases practically prohibitive, expense to manu- 
facturers. 

The Hammond Line. Inc., A. P. Hammond, president and 
general manager, was admitted to membership in the United 
States Intercoastal Conference. 

The Merchants’ Association has been advised that, while 
no date has been fixed for the application of the Mexican law 
of weights and measures for which regulations were promulgated 
on December 14, American exporters will be required to state 
the contents of their shipments in exact metric equivalents. 
For the time being, however, it will not be necessary to ship 
goods in containers that are exact metric units. The director 
of the Mexican Bureau of Weights and Measures has stated 
that he intends to call a meeting of exporters’ agents in Mexico 
to discuss the possibility of establishing the rule requiring that 
imported commodities be packed in metric unit containers. 


SHIPBUILDING LOANS 


Loans in aid of constructing two twenty-knot combination 
passenger-cargo vessels of approximately 16,000 tons’ displace- 
ment for the Atlantic Gulf and West Indies Steamship Lines 
for service on the Ward Line between New York and Havana 
have been authorized by the Shipping Board. Contracts for the 
vessels have been let to the Newport News Shipbuilding & 
Drydock Company, which will deliver the vessels by November 
1, 1930, in time to handle the rush business of the trade during 
that season. 

The loans will be 75 per cent of the construction cost of 
the ships, and interest payment will be at the minimum rate 
provided in the merchant marine act of 1928. Repayments will 
be made in annual installments over a twenty-year period, but 
interest will be payable semi-annually. 

It is provided in the loan agreement that the vessels shall 
remain under American registry for a period of twenty years, 
and so long thereafter as any sums may be due the government 
on account of the loans. 


LOAD LINE LEGISLATION 


A favorable report on S..1781, the bill providing for estab- 
lishment of load lines on American vessels, has been ordered 
by the House committee on merchant marine and fisheries. An 
amendment to the bill was approved, providing that the act 
“shall not apply to vessels operating exclusively in the Great 
Lakes or to barges otherwise coming within the provisions of 
this act or to lumber schooners operating to and from territory 
contiguous to the United States.” 


FRIED PRAISED FOR RESCUE WORK 
Official and commercial Washington paid tribute to Captain 
George Fried of the Shipping Board liner America, February 2, 3 
and 4, for directing the rescue of the crew of the Italian freighter 


Florida in a storm in mid-Atlantic. President Coolidge received 
the captain February 4. 

Captain Fried received the commendation of the Shipping 
Board, the Secretary of the Navy and ranking officers of the 
navy, and Congress, both branches having recessed to receive 
him. He was the guest of the Washington Chamber of Com- 
merce Saturday night at its annual banquet and earlier in the 
day he was a guest of the National Press Club. 

Congress passed a bill extending the thanks and appre- 
ciation of Congress to the officers and crew of the America “as 
constituted on January 23, 1929, for the heroic conduct shown 
and noble service rendered in the rescue of the officers and crew 
of the Italian steamship Florida.” 

In the House, Representative Stobbs, of Massachusetts, said 
Captain Fried “has reflected great glory upon the American mer- 
chant marine” and that “his exploits bring back to our minds 
the stories of the days of the Vikings, and I think those of us 
who know that he comes from Scandinavian ancestry are war- 
ranted in believing that he has in his veins the true spirit and 
blood of the Vikings.” 

Officials of the Shipping Board and the United States Lines 
attended-a dinner Sunday given in honor of the captain. 
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SHIPBUILDING SHOWS INCREASE 


The Trafic World New York Bur 

Figures made public by Lloyd’s Register of Shipping i 
that 2,699,239 gross tons of merchant vessels were jay re 
throughout the world in 1928, as compared with 2,285 679 
for 1927. This increase of almost 20 per cent over the pasen 
year is the highest total that has been reached since 1921 ~ 
falls almost 4,500,000 tons off the record output for 1919, ’ . 

Many changes in the construction ranking of the Vari 
countries were made during 1928. While Great Britain Me 
Ireland continue to hold first place and Germany second — 
nearly all the other maritime nations shifted positions The 
British and Irish yards, however, which in 1927 launched 936 9 
gross tons more than their nearest competitor, last year wide; ; 
the gap to 1,069,000 tons. " 

The United States, which in 1927 ranked third, Went to 
seventh place in the 1928 launchings, with a reduction of 87 000 
gross tons in the ships sent down the ways. Holland now stand 
third, having moved up from fourth position, with an inerenes 
of 46,000 tons. Italy, with a reduction of 42,000 tons has 
dropped from fifth to ninth position. Denmark has advanced 
from sixth place to fourth, with a gain of 66,000 tons in launch. 
ings. Sweden has gone from seventh position to fifth, with an 
increase of 39,000 tons over her figure for 1927. France remains 
in eighth position, despite an increase of nearly 100 per cent 
over her 1927 total, and Japan, with an even larger percentage 
gain, has moved from tenth to sixth. 

How the various countries have compared in launchings 
for the last two years is shown in the following table prepared 
by Lloyd’s: 


Great Britain and 

Germany 

Holland 

Denmark 

Sweden 

Japan 
cine Diya ht eee aay Ber eran 


101,076 





AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act have been approved by the Shipping 
Board as follows: 


Bull Insular Line, Inc., with Holland American Line: Arrange- 
ment covering movement of shipments of general cargo from Rotter- 
dam to San Juan and other Porto Rican ports and apportioning the 
through rates, which are to be-based on the direct line rates, on 
the basis of 3/7ths to the Holland-American Line and 4/Tths to 
Bull Insular Line, the latter to absorb cost of transhipment at New 
York out of its proportion. 

_Bull Insular Line, Inc., with Scandinavian American Line: Through 
billing arrangement in respect to shipments from Copenhagen to San 
Juan and other Porto Rican ports via New York; the trans-Atlantic 
carrier to receive 3/7ths of the through rates, which are to be based 
on the direct line rates, and Bull Insular 4/7ths, the latter to absorb 
cost of transhipment. 

The New York & Porto Rico S. S. Co. with Prince Line: Arrange- 
ment covering through movement of jerked beef and canned corned 
beef from Montevideo and Buenos Aires to Porto Rico and appor- 
tioning the through rates, established by the initial carriers, on the 
basis of 60 per cent to the originating carrier and 40 per cent to 
the delivering line after deduction of customs entries and transfer 
charges at New York, with a minimum proportion to the Porto Rico 
Line of $4.50 per long ton. 

The New York & Porto Rico S. S. Co. with Linea Sud-Americana: 
The terms and conditions of this agreement are identical with those 
of Agreement No. 803 between the New York & Porto Rico Steamship 
Company and Prince Line. 

Bull Insular Line, Inec., with Anchor Line: Through billing ar- 
rangement providing for through movement of shipments from Glas- 
gow to San Juan and other Porto Rican ports, and apportioning 
the through rates, which are to be based on direct line rates, in 
the ratio of 3/7ths to Anchor Line and 4/7ths to Bull Insular Line, 
the latter to absorb cost of transhipment at New York. 

Bull Insular Line, Inc., with Compagnie Generale Transatlan- 
tique: Arrangement covering through movement of shipments of 
general cargo from Bordeaux to San Juan and other Porto Rican 
ports, with transhipment at New York. The through rates, which 
are to be based on direct line rates, are to be divided 3/7ths to the 
French Line and 4/7ths to Bull Insular Line, the latter to absorb 
cost of transhipment out of its proportion. 


REDUCED RATES FOR CANADIAN BOARD 


A proposal that railroads in the United States be left free 
to give reduced rates or free transportation to members of 
the Board of Railway Commissioners of Canada and the officers 
and employes of the board, and for their baggage and equip- 
ment, while engaged on official business of the board, is ei 
bodied in H. R. 16770, a bill introduced by Representative NeW 
ton, of Minnesota. 


SERVICE IN NEW MEXICO 


Advised by the State Corporation Commission of New Mex 
ico that the necessity for the investigation had been eliminated, 
the Commission discontinued the investigation entered into 
December 14, 1925, in No. 17800, investigation of transportation 
in New Mexico, for the purpose of inquiring into and concerning 
the adequacy of transportation in that state. 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 
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ions Customs Agencies 
and The National Railways of Mexico maintain official cus- 
lace toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
The ville, Texas, which are fully equipped to handle all 
ne shipments. The employment ofthese agencies affords 
000 many advantages, particularly in billing all customs and 
ned incidental charges including importation duties to be 
collected at destination. 
: to " ‘ 
000 Fast Freight Service 
nds Allimport freight receives prompt and careful attention; 
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; Of the fifteen railroad lines Transfers of traffic between 
-s entering Peoria, the Peoria and 3 these many line-haul carriers 
- Pekin Union Railway Com- —*4 are made within a few hours by 
E pany, a terminal and switching line, the use of facilities of the Peoria 
. i . . 
. s the connecting link used in the and Pekin Union. 
interchange of all the traffic be- | j ; 
; tween Eastern and Western lines. Cars are handled with sufficient 
g It also handles the greater por- dispatch to avoid congestion, 
e tion of traffic between Northern thus affording regular expedi- | 
; and Southern lines passing through tious service in the movement of | 
i the Peoria gateway. all through traffic. 
e | 
; 
Efficient Switching Service 
Between the Following Railroads: pe ws — jain 4 
Peoria and Pekin Unien Railway Company enon ’ 
e Atchison, Topeka & Santa Fe Railway Ce. 


\f qicase * Alten Railroad Company 
: e e estern Railway 
Chieage, Burlin ston & cy Ce. 
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e, Rock Island & Pacific Railway Com 
cl d, Cincinnati, Chicage & St. Louis Railway Cempany 
Bet Gentes! Baliren Sree 
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Minneapolis & St. Leuis Railroad 
New Tork” Chintg a Be Le hh Co CL. E. & W. Dist) 
Penneylvania Ballreed 
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Telede, Peoria & Western Railread 


PEORIA ann PEKIN UNION RAILWAY COMPANY 


Inquiries Solicited. E. F. STOCK, Traffic Manager UNION STATION, PEORIA, ILL. 
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- Peoria, Illinois 
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Personal Notes 


The office of the Gulf and Southern Steamship Company at 
New Orleans has been consolidated with that of the New York 
and Porto Rico Steamship Company. The Porto Rico Line will 
act as agents for the Gulf and Southern. The consolidation, 
according to the announcement, was in the interest of economy 
and organization and in no way reflects on the ability and 
integrity of David B. Penn, vice-president and general manager, 
and E. F. Wahlig, assistant general freight and passenger agent, 
who have resigned. : 

E. H. Mackensen, formerly of the University of Chicago, 
will speak on “Contracts in General” at a meeting of the Alumni 
Association of the College of Advanced Traffic at the Morrison 
Hotel, Chicago, February 19. 

Charles L. Lowe, auditor of expenditures, C. & N. W., has 
been retired after 57 years of service with that line. 

Thomas D. Elliott, western passenger and freight agent, 
Boston and Maine, died at his home in Chicago February 5. 

The state highway board of Florida has abolished the 
position of traffic manager, held by F. F. Maxwell, of Tallahassee. 
In connection with the announcement, it was said that Frank 
E. Harrison, Jr., would be employed as a part-time traffic 
manager. 

W. H. Lyons has been appointed traffic manager, Hirsch 
Brothers and Company, Louisville, Ky., succeeding J. A. Wills, 
who died. 

Fred L. Pomeroy, for the last seven years assistant director 
of traffic, Durant Motors, Inc., Elizabeth, N. J., has joined the 
staff of industrial transportation managers headed by Henry 
G. Elwell, Elizabeth, N. J. 

A. D. Carter has been appointed freight traffic agent, 
N. C. & St. L., at New York. 

W. H. Abel has been appointed passenger traffic manager, 
Cc. & A., at Chicago, succeeding George J. Charlton, who died. 
Roy A. Pearce has been appointed general passenger agent, 
succeeding Mr. Abel. P. K. Walden has been appointed assistant 
general freight agent at Chicago. Dan M. McNamara has been 
appointed assistant general passenger agent at St. Louis. W. D. 
Cornell has been appointed general agent, passenger department, 
at Chicago, succeeding Mr. Pearce. Merle W. Dancy has been 
Chicago, succeeding Mr. Pearce. Merle W. Dancy has been 
appointed executive general agent at St. Louis, in charge of 
traffic and operation in the St. Louis district. 

J. E. Jones has been appointed traffic manager, Baltimore 
and Carolina Steamship Company. J. H. Davis has been ap- 
pointed general freight agent. E. F. Fowler has been appointed 
commercial freight agent at Pittsburgh. Employes of the com- 
pany recently presented an oil painting of the late Mason L. 
Weems Williams, president of the company, to his family. 

E. G. Buckland, chairman of the board of the N. Y. N. H. & 
H., has been elected a member of the board of directors of the 
American Railway Association to fill the vacancy caused by the 
death of E. J. Pearson. 

Robert L. Holmes has been appointed traffic manager, 

Southwestern Milling Company, Inc., Kansas City, succeeding 
Charles J. Kucera, who has accepted the position of secretary 
and traffic manager, Southwestern Millers’ League. 
i Harry G. Williams, traffic manager, Mohawk Carpet Mills, 
Amsterdam, N. Y., was the principal speaker at a meeting of 
the Triangle Club of Gloversville, N. Y., January 17. He dis- 
cussed the importance of transportation in the economic life of 
the country and recent developments. 

J. C. Gilpin has been appointed general passenger agent, 
Southern Pacific Steamship Lines (Morgan Line), at New York. 

Ray A. Wertman has been appointed general agent, Chicago 
and Illinois Midland, at Peoria. The position of traveling freight 
agent has been abolished. 

W. J. Tremaine has been appointed general agent, Texas 
Electric Railway, at New Orleans. Glen Stiff has been appointed 
agricultural and industrial commissioner at McKinney, Tex. 

H. W. Swartz has been appointed commercial agent, Atlantic 
Coast Line, at New York. C. A. Blalock has been appointed 
traveling freight agent at Albany, Ga. 

R. F. Williams, chief clerk to assistant general freight agent 
BM. FP. Hathaway, Chicago, has been appointed traveling freight 
agent, C. & O., at Detroit. 

F. J. MacKie, acting assistant general manager, A. T. & 
S. F., at Los Angeles, has been appointed assistant general 
manager. 

Paul T. Healy has been appointed commercial freight agent, 
Western Maryland, at Pittsburgh, succeeding H. V. Bradford, 
promoted. Ernest J. Westine has been appointed commercial 
freight agent at Columbus, O., succeeding Mr. Healy. Ivan C. 
Kuhns has been appointed commercial freight agent at Kansas 
City, succeeding Mr. Westine. 

F. H. Hocken has been appointed assistant general freight 
agent, Western Pacific Railroad, Sacramento Northérn and 
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Tidewater Southern Railway, at San Francisco, suce 

J. Shotwell, who died. The position of assistant general W. 
and passenger agent at Salt Lake City, formerly held b 
Hocken, has been abolished. P. J. Peckens has been a Aire 
general agent at Salt Lake City. PPointed 


DOINGS OF THE TRAFFIC CLUBs 


The Traffic Club of Atlanta held a business me 
Atlanta Athletic Club February 4. The Traffic study Gast 
hold a meeting at the Chamber of Commerce February 13 


_ The Akron Traffic Club has been invited to attend a 
ing of the Akron Purchasing Agents’ Association at the U 
versity Club February 12. H. N. McGill, president, McGijj on 
modity Service, will discuss present commercial and economic 


_conditions and probable developments of 1929. 


Joseph A. 
Treat, the new 
president of the 
Motor City Traffic 
Club, of Detroit, 
Mich., was born 
in Romeo, Mich., 
March 28, 1898, 
and graduated 
from Romeo 
High School in 
1917. He enrolled 
at the Business 
Institute in Sep- 
tember, 1917, and 
was graduated in 
June, 1918. His 
first position was 
stenographer for 
the Detroit repre- 
sentative of the 
National Lock 
Company until 
January 1, 1920, 
at which time he 
took a position as 
assistant cashier 
of the Struthers- 
Ziegler Cooper- 
age Company and 
was soon ad- 
vanced to chief 
clerk. In his — 
spare moments he was tutored by the company’s traffic man- 
ager, E. F. Stewart, who is now instructor of traffic manage. 
ment at the Detroit Institute of Technology, and in July, 1924, 
he was appointed traffic manager, which position he now holds. 


The Traffic Club of Wichita held a meeting at the Wichita 
Club February 7. J. M. Finley, traffic manager, Coleman Lamp 
and Stove Company, and F. E. Walling were the speakers. 
V. M. Frisch and W. R. Pitts are in charge of the program for 
the luncheon scheduled for February 14 at the Wichita Club. 


At a recent meeting of the Traffic Club of Detroit, the fol 
lowing were elected as members of the board of governors for 
three years: J. L. McKee, general superintendent, Michigan 
Central; D. G. Cohan, general superintendent, Detroit Terminal 
Railroad; C. A. Sullivan, director of traffic, Fisher Body Cor 
poration; W. J. Dibble, traffic manager, Hudson Motor Com- 
pany; G. W. Atherton, traffic manager, Acme White Lead and 
Color Works, and George Barnes, general agent, Northern Ps 
cific. Subsequently the board selected the following officers 
for 1929: President, F. J. Armstrong, traffic manager, U. § 
Radiator Corporation; first vice-president, J. L. McKee; second 
vice-president, George W. Atherton; secretary, T. R. Cochrane, 
district freight agent, Wabash. 


The annual banquet and election of the Birmingham Trafic 
and Transportation Club will be held at the Tutwiler Hotel 
February 14. Addresses will be made by C. A. Liddle, president, 
Pullman Car Manufacturing Company, Chicago; Charles A. Still 
man, vice-president, Goodyear Tire and Rubber Company, Akrot, 
and Dr. D. W. Daniel, of Clemson College, S. C. Two tickets 
of candidates, named “Pullman” and “Goodyear,” in compliment 
to industries recently established in the Birmingham district, 
are headed by Ed McKinney and R. A. McCaffrey, respectively, 
candidates for president. 


The regular meeting of the Chattanooga Traffic and Trats 
portation Club will be held February 12 at the Patten Hotel 
The evening’s entertainment will be in charge of the Hedges 
Walsh Weidner Boosters. R. L. Gardner, traffic manager, 
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preside. A special skit will be presented by Tommy Johnson, 
Robert Johnson and Walter Kampschaffer. Tom Trotter, trust 
officer, First National Bank, will be the principal speaker, his 
subject being his trip around the world, and the modes of trans- 
portation in foreign countries. A traffic talk will be made by 
one of the members. 


The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., held its monthly meeting January 28, at the Stevens 
House. The first of a series of industrial programs was given 
on “packing and containers.” 


The Minneapolis Traffic Club has elected the following offi- 
cers: President, John L. Losie, Minnesota Atlantic Transit 
Company; first vice-president, L. D. Veltum, N. W. Consolidated 
Milling Company; second vice-president, C. J. Piper, Canadian 
National-Grand Trunk; treasurer, J. P. Splellacy, Murphy Trans- 
fer and Storage Company; secretary, J. George Mann, Northrup, 
King & Co.; manager, L. L. Sanford; directors, A. B. Ayers, 
Cream of Wheat Company; C. A. Canning, G. B. & W.; H. G. 
Krell, Pence Automobile Company, and D. A. Kyle, D. L. & W. 
The annual griddle cake dinner will be held February 9 at the 
Nicollet Hotel. 


The Traffic Club 
of Jacksonville, Fla., 
has selected a man 
whom it considers 
a “live wire” for its 
president in 1929. 
C. E. Muller, better 
known as “Charley” 
Muller, industrial 
secretary of the 
Jacksonville Cham- 
ber of .Commerce, is 
the man. For a 
number of years he 
was connected with 
the Seaboard Air 
Line Railway’s traf- 
fic department. His 
knowledge of both 
traffic and industrial 
matters makes him 
well fitted to take 
the reins of the 
Jacksonville Traffic 
Club, it is thought 
by his fellow mem- 
bers, and a success- 
ful year is predicted 
under his adminis- 
tration. 


The Traffic Club of Memphis will hold a “Valentine Dinner- 
Dance” at the Hotel Gayoso February 14. At a meeting of the 
board of directors January 21 arrangements were made with 
the Hotel Gayoso for permanent quarters there. 


The Indianapolis Traffic Club elected the following officers 
at its annual meeting at the Hotel Severin January 24: Presi- 
dent, William F. Benning, division freight agent, Big Four; 
first vice-president, William P. Basch, traffic manager, Link 
Belt Company; second vice-president, H. A. Koch, division 
freight agent, Pennsylvania; third vice-president, E. C. Lipp, 
traffic manager, Allied Coal and Material Company; secretary- 
treasurer, Roscoe C. Johnston, assistant treasurer, Beveridge 
Paper Company; directors, H. T. Grimes, freight agent, Penn- 
sylvania; Harrold Prange, traffic manager, Martin-Parry Com- 
pany; George H. Evans, traffic manager, Evans Milling Com- 
pany, and H. B. McNeely, traffic commissioner, Indianapolis 
Chamber of Commerce. 


The Oklahoma City Traffic Club held a luncheon at the 
Skirvin Hotel February 4. There was a program of entertain- 
ment. 


The Traffic Club of Pittsburgh will hold its twenty-ninth 
annual dinner March 7. There will be an elaborate program 
of entertainment and a large attendance is expected. Howard 
H. Smith, traffic manager, American Sheet and Tin Plate Com- 
pany, is chairman of the committee in charge. 


The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club February 7. Donald A. McPherson, 
assistant operating manager, Oceanic and Oriental Navigation 
Company, spoke on “The Position of the Philippines in Our 
Oriental Trade.” Edyth Johnson, president of the club, has 
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been elected a member of the board of directors of the 
fornia Federation of Business and Professional Women’s Clubs, 


The Traffic Club of Kansas City held a joint meeting with 
the Advertising Club of Kansas City at the Baltimore Hote] 
February 5. Randall L. Jones gave an illustrated lecture on 
Utah and Arizona “wonderlands.” <A program of entertainment 
by prominent artists was provided, as well. “St. Joseph Day” 
will be held February 11. Mayor Stigall, of St. Joseph, and 
approximately fifty business men of that city will be Suests: 
also Mayor Beach, of Kansas City, Mayor Combs, of’ Kansas 
City, Kan., and Judge Merrill E. Otis, of Kansas City. A dance 
will be held on George Washington’s Birthday, February 29 at 
the Bellerive Hotel. ‘ 


The Transportation Club of St. Paul held a luncheon at the 
Union Depot dining room February 5. Capt. J. D. Thompson 
manager, St. Paul Division of Air Service, Inc., spoke on 
“Commercial Aviation.” 


The Transportation Club of St. Paul will hold its seventh 
annual dinner at the Saint Paul Hotel February 26. James ¢. 
Lawrence, assistant to the president, University of Minnesota, 
will be the speaker. 


The Traffic Club of St. Louis will not hold its usual lunch. 
eon February 11. 


THEFTS FROM INTERSTATE COMMERCE 

Two cases of thefts from interstate commerce are reported 
to the Department of Justice from Massillon, O., and Detroit, 
Mich. In the former city Melvin Christ Simon and Donald 
David Simon were arrested having in their possession a large 
amount of merchandise which they admitted had been stolen 
from Baltimore & Ohio freight trains in Stark county, Ohio, 
They were indicted and sentenced to 18 months each in the 
federal penitentiary. 

At Detroit, Fred Miner was sentenced to two years in the 
Leavenworth penitentiary on the charge of having, while oper. 
ating a truck in the transfer of merchandise from railroad ware- 
houses, abstracted considerable quantities of merchandise and 
disposing of the same at private sales. 


SOUTHWEST ADVISORY BOARD 


The next meeting of the Southwest Shippers’ Advisory 
Board will be held in Waco, Tex., March 7. Meetings of the 
executive committee and railroad contact committee will be 
held the day preceding the board meeting and these will be 
followed the same day by a joint meeting of the two committees 
to discuss informally matters of interest to shippers and car- 
riers. The organization of an agricultural council on the day 
preceding the board meeting is also contemplated. 


RAILROAD WAGE STATISTICS 


Class I railroads reported a total of 1,680,459 employes as 
of the middle of November, 1928, and the total compensation 
for the month was $238,217,093, according to the bureau of 
statistics of the Commission. 

Compared with the returns for November, 1927, the number 
of employes showed a decrease of 2.81 per cent and the total 
compensation showed a decrease of sixty-six hundredths of one 
per cent. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
January 15-22, inclusive, was 323,125, as compared with 375,980 
cars in the preceding period, according to the car service division 
of the American Railway Association. A shortage of 38 gon- 
dola cars was reported. The surplus was made up as follows: 
Box, 141,317; ventilated box, 372; auto and furniture, 20,323; total 
2; flat, 10,270; gondola, 59,232; hopper, 53,160; total coal, 
112,392; coke, 984; S. D. stock, 20,955; D. D. stock, 3,152; refrigerator, 
11,948; tank, 281; miscellaneous, 1,131. 
Canadian roads reported a surplus of 24,655 cars, made 
up of 23,000 box, 700 flat, 750 S. D. stock, 200 refrigerator and 
5 miscellaneous cars. 


CHANGES IN DOCKET 

The hearing in I. and S. 3230, coal, ground or pulverized, 
coke breeze, coke dust and foundry facings between points in 
Illinois and Western Trunk Line territories, set for February 
7, at Chicago, before Examiner Disque, was canceled. 

Hearing in docket 20640 (and Sub.-Nos. 1 to 3), E. & A. 
Apler, Inc., against the Pennsylvania and others, set for Feb- 
ruary 6, at Chicago, before Examiner Disque, was postponed to 
February 8. 

I. and S. 3198 (third supplemental order), merchandise in 
steel shipping containers, loaded on container cars, between 
St. Louis, Mo., and western and southwestern points, was set 
for hearing in Washington, D. C., February 6, before Commis- 
sioner Porter and Examiner Ames. 
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' Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that a dealing with traffic. A specialist 
on interstate commerce law, is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. : 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Damages—Interest—Loss or Injury to Goods 


Missouri.—Question: We will appreciate your advising us 
as to whether or not a shipper is entitled to interest on claims 
for loss and damage. 

We cite as a case, where shipper files a claim for loss on 
December 19, 1927, for the amount of $243. Claim was paid 
in full on January 25, 1929. 

If carrier delays payment of claim for this length of time, 
thus depriving shipper of use of his money, should he not pay 
to shipper something for his loss in not having this money to 
reinvest in his-company? If interest is legally due shipper, 
what rate is legal? 

Answer: Although there is some authority to the contrary 
(Stevens-Scott Grain Co. vs. A. T. & S. F. R. Co. (Kan.), 149 
Pac. 744, rehearing denied in 150 Pac. 524; Wallingford vs. R. 
Co. (Kan.), 167 Pac. 1136;; Express Co. vs. Bass (Ga.), 102 
S. E. 168), many cases have held that plaintiff recovering judg- 
ment for loss of or injury to the goods is entitled to interest 
from the date of the loss; that is, from the time when the goods 
should have been delivered, or the date of the injury (Klair 
vs. Philadelphia, etc., R. Co., 78 A. 1085; Forbes vs. Boston, 
etc., R. Co., 183 Mass. 154; Spring vs. Haskell (Mass.), 4 Allen 
112; So. Pac. Co. vs. Haug (Nev.), 182 Pac. 93; R. Co. vs. Reed 
(Tex.), 208 S. W. 410), of the date of the injury (Tex., etc., 
R. Co. vs. Erwin (Tex.), 180 S. W. 662; R. Co. vs. Seale (Tex.), 
247 S. W. 883; other cases hold that the allowance of interest 
is within the discretion of the jury (Coats vs. Chicago, etc., 
R. Co., 144 Ill. A. 81 (Rec. 239 Ill. 154, 87 N. E. 929), and still 
others that no interest is allowable except by way of penalty 
for misconduct or fraud. Lakeman vs. Grinnell, 18 N. Y. S. 625. 


In Haglin-Stahr Co. vs. R. Co. (Vt.), 102 Atl. 940, it is held 
that interest is allowable from time of arrival at destination 
where the goods are injured in transit; in Olcovich vs. R. Co. 
(Cal.), 176 Pac. 459, it is held that interest is recoverable from 
the date of delivery of the goods in an injured condition; in 
Nelson vs. R. Co. (Neb.), 167 N. W. 57, it is held that interest 
is allowable from date of demand. To the same effect is South- 
ern Railway Co. vs. Consumers Fuel Co., 262 S. W. 581. The 
allowance of interest on claims is purely a matter of the law 
of the state where suit is brought. 


It seems apparent that the inclusion of interest on the 
amount of a claim which is voluuntarily settled by a. carrier 
may be determined by the liability of the carrier under the law 
which would determine the shipper’s right to interest were suit 
brought on the claim, either the decisions of the courts or 
statutory provisions. 


The Interstate Commerce Commission has no jurisdiction 
in the matter, except as to damages which result from a viola- 
tion of a provision of the Interstate Commerce Commission, 
such as delay due to misrouting; it having no jurisdiction for 
other claims for loss, injury or delay to goods. See A. S. Lam- 
berton Co. vs. Central R. R. of N. J., 100 I. C. C. 259; Danzer 
and Co. vs. G. & S. I. R. R. Co., 69 I. C. C. 59; and Hobart Mill 
& Elevator Co. vs. Diretcor-General, 69 I. C. C. 412. 

The usual rate of interest allowed is six per cent. 


Inspection Allowed—Definition of Term 


Arkansas.—Question: It has long been a custom for cer- 
tain shippers to instruct on bills of lading, “Allow Inspection,” 
more particularly, on shipment of a perishable nature, such as 
fruits and vegetables. However, we are unable at this time 
to locate tariff authority or otherwise, that deals with the allow- 
ance of inspection. 

Therefore, we will appreciate your advising the authority 
for allowing inspection ; also, what is meant as to “Allow In- 
spection,” as to making the inspection; that is, may the con- 
signee unload part or all of the carload shipment, in order to 
complete the inspection? 

Should such inspection show the shipment to be in an 
unfavorable condition, upon whom does the expense of reload- 
ing devolve? 

Answer: In so far as shipments moving on order notify 
bills of lading are concerned, the right to inspect seems to be 
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governed by the provision which appears on the face of the 
bill of lading reading: 


Inspection of properly covered by this bill of lading will not b 
permitted unless provided by law or unless permission is indorsed a 
the original bill of lading or given in writing by the shipper, 


With respect to goods moving on a straight bill of lading 
inasmuch as the title to the goods, as a rule, passes to the buyer 
on delivery of the goods to the carrier, the carrier being re. 
garded as the buyer’s agent for the purpose of delivery, ang 
the implied agency of the carrier designated by the buyer to 
accept delivery for him extending only to the acceptance of 
such goods as comply to the contract of sale, the buyer, ord. 
narily, has the right to inspect the same, to see if they comply 
with the contract and to reject them if they do not. 


In H. E. & W. T. R. Co. vs. Ratcliff, 202 S. W. 525, it was 
held that in an action by a consignee of hay against the rajj. 
road which carried the shipment for damages for failure to 
permit adequate inspection, the evidence showed that the nota. 
tion on the bill of lading, “allow “inspection,” is universally 
understood by shippers and railroads to mean a side-door jp. 
spection of the freight. In this case the following quotation 
from Elliott on Railroads is given: 


It is held in many of the cases that the consignee must have a 
reasonable opportunity to inspect the goods. Some of the cases hold 
that the carrier may permit the consignee to take away the goods 
for the purpose of inspection, but, of course, when the goods are 
removed by the consignee, and are rightfully in his possession, there 
is no liability on the part of the carrier. It is barely necessary to 
suggest that if there is no right to permit the goods to be taken 
by the consignee, and loss is caused the consignor by the wrong 
of the railroad carrier in suffering the consignee to obtain possession 
of the goods, it will be liable to the consignor. We doubt whether 
it can be justly held that the consignee, as against the carrier can 
rightfully insist upon permission to: make a minute inspection, and 
we think that when the term “inspect’’ or the term “‘inspection” is 
used by the courts, it means no more than the consignee shall have 
right, if he demands it, to make a general examination of the goods. 
The cases which declare and enforce the right of inspection where 
goods are shipped “‘C. O. D.’’ cannot, in all their scope, at least, 
apply in other cases. 


However, in Pittman-Harrison Co. vs. Fox Bros., 228 S. W. 
579, it was held that where the seller authorized the railroad 
to allow the buyer to inspect goods without advance payment 
of draft and delivery of bill of lading, without stipulating in 
what particular place and manner the inspection should be 
made, the railroad did not violate instructions by placing the 
car containing the goods on the privately owned track of the 
buyer adjacent to the buyer’s -warehouse for the purpose of 
enabling the buyer to properly inspect the goods. 

As the two cases above show, the law relating to this 
question is in an unsettled state. 


As to the expense of reloading, we find no decisions dealing 
with this question. No doubt the rights of the parties would 
be governed by the terms of the contract of sale. 


Demurrage—Free Time Allowed—Reshipments 


Ohio.—Question: We have received a bill for demurrage 
covering a carload of freight that was originally loaded by one 
of our neighbors, shipped to us on a regular bill of lading, and 
on which we paid freight. We reloaded the same car to al- 
other consignee without removing the freight that was originally 
in the car when it came from our neighbor. 


Under the demurrage rules we are being allowed one free 
day for handling the car, the railroad insisting on handling 
it as a stop-over car, in spite of the fact that their tariff pro- 
hibits stop-over to complete loading within switching limits of 
Cincinnati, O., either by us or our neighbor. Also, there were 
two separate bills of lading issued, making each move separate, 
and we claim that we are entitled to the usual forty-eight hours 
for unloading and forty-eight hours for reloading. Are we Cor 
rect? 

Answer: In section B-1, of rule 2, of Agent Jones’ I. C. C. 
No. 2003, it is provided that twenty-four hours’ free time will 
be allowed when cars are held for reconsignment, diversion 
of reshipment, or held in transit on order of consignee, col 
signee or owner; that a “reshipment” is the making of a new 
contract by which under a new rate the original lading, without 
being unloaded, is forwarded in the same car to another des- 
tination. 


It appears that the shipment to which you refer was 4 
reshipment within the terms of rule 2 of the demurrage tariff 
outlined above. 


In this connection see the Commission’s decision in Chest 
nutt Lumber Co. vs. Director-General, 89 I. C. C. 236, in which 
case the Commission said: 


The demurrage charges here in issue were assessed under sec- 
tion B of rule 2 of the uniform code providing that 24 hours = 
time instead of the 48 hours permitted in Section A will be allow 
when cars are held for reconsignment, diversion, or reshipmeut. be 
such movements as have been shown above to have been reshipmet® 
rather than new shipments, the demurrage charges were applicable. 
Rule 2, Section B, also provides that when a car held for unloading 
is partly unloaded and partly reloaded, 48 hours’ free time will be 
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stag ettp should be considered a necessary part of 
a progressive traffic executive. Take 


advantage of our research and laboratory 
1 f method of traffic training. Select the 
tota O service most beneficial to you. 
Two separate courses:—(1) Traffic 
Specialization for men with ordinary 
wasted experience and training, (2) Traffic Law 
and Practice for men with wide general 
traffic experience. 


minutes NO THEORY OR BOOK READ- 


ING. ACTUAL PRACTICE ON 
a is COMPLETE LEGAL TARIFFS. 
eck the time squandere I.c.C. AND COURT DECISIONS. 


in your own company on YOU LEARN BY DOING. 
the “Buzz and Wait” plan. 
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Here is opportunity knocking at your door. 


Then think what itwould Write to-day for full information. 


mean to provide Ediphones, 
instantly ready for dicta- COLLEGE OF ADVANCED TRAFFIC 
tion, every minute of the Dept. 3. 608 S. Dearborn St. Chicago, III. 
business day. Night class opens February 18th—Register at once. 





Your company gains an 
hour a day for the average 
dictator. Two hours a day 
for every stenographer. 
Ediphones pay dividends 


from the first minute. 





Profits in the 
Shipping Room! 







Let us prove this at your desk. 
Telephone “The Ediphone,” 
your City, and ask for the book 
“An Easy Way to Chart Your 
Correspondence.” 


Ask for Travel Service 
THOMAS A. EDISON, Ine. 






Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 









Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 
















Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire tensional reinforcements, all forms 
of nailed strapping, pail clasps, clutch nails, tag fasteners, 
etc. Write for general catalog. 
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allowed for the entire transaction. This provision was applicable to 
ears which moved outbound with substituted lading. 


Notice of Claim 


Indiana.—Question: A carrier delivered an order notify 
shipment without the surrender of the original bill of lading, 
this act being a violation of the contract of carriage, and it is 
our understanding that the carrier is guilty of conversion. 


Must a claim or notice of claim for the value of the ship- 
ment be made within six months of date of delivery in’ accord- 
ance with section 2 (B) of the bill of lading Contract Terms 
and Conditions? 

Must we be bound by certain provisions of the bill of lading 
while the carrier violates others through the negligence of its 
agent? 

Answer: The decisions of the courts in general hold that 
unless a claim, or notice of claim, is filed within the period of 
time specified in the bill of lading, i. e., the six months’ period, 
no recovery can be had, the failure to file such claim or notice 
thereof being a legal defense to the carrier and one which can- 
not be waived. See Watts vs. Southern Railway Company, 138 
S. E. 290; Douglas Shoe Company vs. Pere Marquette Railway 
Company, 217 N. W. 12; Freeman vs. A. C. L., 113 S. E. 69; 
Schaff vs. Ike Exstein & Brother, 270 S. W. 589; L. & N. R. R. 
Co. vs. Herrell & Murphy, 120 S. E. 35; Browning, King & Co. 
vs. Davis, 199 N. Y. S. 775; Stern vs. American Railway Express 
Co., 198 N. Y. S. 531; Rogers & Co. vs. East Carolina Railway, 
118 S. E. 885. 

That the filing of a claim within the six months’ period 
provided for in paragraph B, of section 2, of the Uniform Bill 
of Lading Contract Terms and Conditions, is a condition prece- 
dent to the filing of suit, except under certain conditions, is 
the basis of the decisions of the Supreme Court of the United 
States in Barrett vs. Van Pelt, 268 U. S. 85; Davis vs. John L. 
Roper Lumber Co., 269 U. S. 158, and C. & O. vs. Thompson 
Manufacturing Co., 270 U. S. 416. 

With respect to claims of the class covered by the proviso 
of paragraph B, of section 2, of the Uniform Bill of Lading, 
as this provision has been construed by the Supreme Court 
in the above referred to case, unless a claim or notice of claim 
is filed within the stipulated time, the shipper must prove neg- 
ligence on the part of the carrier, which is not the case where 
a qaim or notice of claim is “Med within the stipulated time. 

* While changes have: been-made in the phraseology of the 
proviso-of paragraph’ 11,--6f section 20, of the interstate com- 
merce act, relating to the filing of claims, by the amendment 
of-the act as of August 1, 1926, it does not appear that the 
changes in the phraseology made by this amendment are such 
as to make inapplicable thereto the decisions of the Supreme 
Court of the United States in the cases above cited, and, in 
particular, the decision in Davis vs. John L. Roper Lumber Co., 
269 U. S. 158, which decision relates to the conversion of a 
shipment. Therefore, under the decision in Ga. Fla. and Ala. 
Ry. vs. Blish Co., 241 U. S. 190, cited in the case last referred 
to above, the filing of a claim or notice of a claim within the 
time stipulated in the bill of lading is a condition precedent to 
the recovery of damages for conversion of a shipment by the 
carrier. See also Manby vs. U. Pac. Ry. Co., 10 Fed. (2d) 327, 
and Wholesale Coal Co. vs. C. & O. Ry. Co., 144 S. E. 715. 


Tariff Interpretation—Application of Combination Rule 


Itlinois—Question: Please refer to your file of rulings and 
decisions rendered on so-called Sligo case involving technical 
decision made as follows: 

Where one of the participating carriers in transportation 
of carloads of crushed stone, sand and gravel is a party to 
Jones’ 228 I. C. C.-U. S. No. 1 for construction of combination 
rates on interstate traffic and the other carrier does not make 
reference to above mentioned tariff. 

We understand that a decision was rendered which ruled 
that if one carrier deducted 1%c per cwt. on carloads of 
crushed stone, sand and gravel, the other carrier automatically 
becomes a party to Jones’ 228 I. C. C.-U. S. No. 1, and must also 
deduct 1%c per cwt. from its rate, according to the rules of 
the tariff. 

Answer: The decision to which you refer is that of the 
Commission in Sligo Iron Store Co. vs. W. M. Ry. Co., 62 
I. C. C. 643, and 73 I. C. C. 551. The Commission, in this case, 
did not hold that reference by one carrier to the combination 
tariff, Agent Jones’ I. C. C.-U. S. No. 1, had the effect of re- 
ducing the factors of the other carriers. The Commission held 
‘in this case that the publication of the so-called combination 
rule in the tariff of the A. T. & S. F. Ry., to which the originat- 
ing and intermediate carriers were not parties, the through rate 
being based on a combination of locals, was a holding out of 
a manner of making combination rates on through shipments, 
which the A. T. & S. F. must protect, or, in other words, that 
the local rate of the A. T. & S. F., when used as a factor of 
a combination rate, was modified by the note published in con- 
nection with it, relating to the manner of constructing com- 
bination rates, to the extent necessary to protect a through 


Vol. XLII, No, 6 


rate constructed as provided by the note; that the 
which performed the transportation up to the point at which 
the A. T. & S. F. received the shipment were entitled to their 


full local rates. 


Tariff Interpretation—Charges for Top Icing on Shipments of 
Vegetables from Texas to Arkansas 


Texas.—Question: In the January 19, 1929, issue of The 
Traffic World, on page 186, under the above caption, we Note 
you have made an interpretation of the provisions relative tg 
top icing. 

Among other things, you say that item 1923, tarigg 13. 
I. C. C. 2004, does not preclude the shipper from ordering the 
service provided for by rule 240 of the Perishable Protective 
Tariff, and at the same time top icing the car. 

Have you not overlooked the fact that there must be q 
specific tariff authority for the placement of top ice in the cay 
with the vegetables and the only authority for such action jg 
item 1923 of tariff 13-A? 


Answer: While there should be tariff authority for ay 
transportation services performed by a carrier, there are, ag is 
shown by the number of cases of the nature of Memphis Freight 
Bureau vs. K. C. S. Ry. Co., numerous instances where traps. 
portation service is rendered without tariff authority. 


We are of the opinion that this is one of those instances 
and the fact that there is a basis for a charge for top icing 
when standard refrigeration is requested and furnished by g 
carrier does not preclude the ordering of the service provided 
for by rule 240 of the perishable tariff, and top icing the car, 
While the carrier might be justified in not permitting top icing, 
by reason of having no basis for charging therefor, where q 
transportation service has been rendered it becomes a matter 
for the Commission to determine what is a reasonable charge 
for the service. 


Freight Charges—Liability of Consignee Where Bill of Lading 
States that Charges Have Been Prepaid 


California. —Question: Would appreciate your opinion on 
the following question: ‘“B” purchases car of merchandise from 
“A” delivered “B’s” plant. Bill of lading is made to read, “To 
be prepaid.” After accepting bill of lading, carrier “X” notes 
their error in not asking “A” for money to cover the prepaid 
movement, but, knowing that “B’ is bonded, bills the car to “Y” 
carrier as a collect shipment. “Y” collects from “B.” After 
some ten months “B” discovers that freight should have been 
prepaid and files claim with “Y.” Upon investigation it de- 
velops that “A” has gone out. of business and “Y” declines 
claim, stating that refund cannot be made lawfully. Terms of 
sale were clearly stated, bill of lading was clear. It would 
appear that “B” is paying freight twice, in the purchase price 
and also in freight bill. 


Is this a parallel case to the question in Central Warehouse 
Co. vs. C. R. I. & P., 20 Fed. (2d) 828? 


Answer: The acceptance of goods from the carrier by the 
consignee makes him prima facie liable for the payment of the 
freight charges. C. C. C. & St. L. vs. Fink, 250 U. S. 577; 
N. Y. C. & H. R. R. R. Co. vs. York & Whitney, 256 U. S. 406. 

However, in Jas. C. Davis, Director-General, vs. Akron Fuel 
& Milling Co., 296 Fed. 275, the court laid down the principle 
that a consignee is not liable for charges where he has n0 
knowledge nor equal means with the railroad company of ac- 
quiring knowledge that the entire amount of the charges had 
not been paid at the time the shipment was delivered to him. 

There are two comparatively recent cases, one of which 
follows the reasoning of the decision in the Akron Feed and 
Milling Company case, 396 Fed. 675, the other following the 
decision in Great Northern R. Co. vs. Hyder, 279 Fed. 783, and 
W. & A. R. Co. vs. Underwood, 289 Fed. 891. These cases are 
Cincinnati Northern R, Co. vs. Beverage, 8 Fed. (2d) 372, and 
C. R. I. & P. Co. vs. Central Warehouse Co., 20 Fed. (2d) 828, 
the latter the case to which you refer. 


In the first case it was held that where a carload of hay 
was consigned to the shipper’s order and prepaid bill of lading 
was issued to the shipper, who was on the railroad’s credit list, 
neither the person presenting the bill of lading nor the one to 
whom the hay was sold and who received actual delivery was 
liable for the transportation charges on the failure of the rail- 
road to collect from the shipper, especially where no action 
was taken against the shipper, who was not shown to have been 
insolvent. ' 


In the other case it was held that a railroad which deliv- 
ered a sugar shipment to a warehouse company, to whom the 
consignor had indorsed and delivered a shipper’s order bill of 
lading, reciting that charges had been prepaid, can collect ul 
paid charges from the warehouse company, since by accepting 
such shipment it became liable for the carrier’s lawful charges, 
in view of the interstate commerce act. 


Another case in which the question has been considered is 
H. & T. C. vs. Johnson, 1 S. W. (2d) 706. 





QE 


\=\S\S\S\ H\ \ 


=> 
cs 
— 


\S\S\2\38)\ 


mn 
J 
= 


| 


— 
zs 


Se 121 Z218S12S18181318) 






aT Bs 


oO eh ee 


ae 





pebruary 9, 1929 THE TRAFFIC WORLD 
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DOMINION STEAMSHIP CORPORATION | (prpat | akos -<S- P*"' New York 


ocEAN OCEAN SERVICE 
PROPOSED SAILINGS THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 




















(Subject to change without notice) 
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a “Haltl” New York - Buffalo - Cleveland - toledo » Bete 
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MADe...are.| Oct. 21 
NEW YORK.Arr.| Oct. 22 
FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 
OCEAN DOMINION STEAMSHIP CORPORATION 
WHITEHALL BUILDING, 17 BATTERY PLACE, NEW YORK, NEW YORK 


TELEPHONE BOWLING GREEN 970! 
NEW YORK TERMINALS: PIER 52, EAST RIVER 





De ble Freight Service with 20% Savings in Rates. 
Delivery Alongside Steamers at New York Shout Yonns-diligment. 


Nothing Less Than Fal Barge Loads Accepted. 650 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 









ONTREAL, P. Q. HAMPTON ROADS, VA. 
Ooean Deninion Steamship Corporation Chesapeake | Shipping Company .. ee 25 Broadway, New York City, N. Y. coe eases 
iN" "Montreal, Pe Q. Norfolk, Va. N.Y. Marit Chamber of Commerce Bldg. *ping Sem 0 









The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 


















Business 
in the Orient! 


PROMPT deliveries will help you accom- 
plish this, if you ship on “President 
Liners,” sailing every other Saturday from 
Seattle to Yokohama, Kobe, Shanghai, 
Hong Kong and Manila and arriving every 
other Monday from the Orient. Thru bills 
of lading issued to all Oriental ports. 


Seven 10,000-ton “Cargo Liners,” sailing on 

frequent, dependable schedule, augment this 
exceptional service to North China, South 
China and The Philippines. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G.R Inc., . Agt. R. W. BRUCE, Gen. Agt. 
14 Dies bank Bias. - 110 So. Dearborn St. 
Detroit, Mich. Chicago, Iil. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 







Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eiwuippea with Sprinkler System Throughout. 







Reiiabie Transportation at a Moment’s Notice. 






Parious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


ntegrity of Our Warehouse Receipts Is Unques- 
tioned. 


apacity of Tracks Serving Plants Over 50@ Cars. 























Eestablished system of Service. 


















WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 


GEO. SEALY J. GARRISON 
President Vice-Pres. and Gen’l Manager 
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Digest of New Complaints 


No. 21424. Sub. No. 1. Charles Abbate Co. et al., Chicago, Ill., vs. 
F. E. C. et al. 2 Set 

Rates in violation of sections 1 and 3 of.the act, on cabbage 
and other fresh vegetables, om Florida to Chicago, Ill. Ask 
rates for future and reparation of $100,000. 

No. 21522. Sub. No. 4. E. P. Coleman & Co. et al., Morley, Mo., vs. 
C. & E. I. et al. 

Unreasonable rates on bituminous coal, from points in Illinois 
and Kentucky to Benton, Bertrand, Matthews and Morley, Mo. 
Ask rates for future and reparation. 

No. 21657. Sub. No. 1. Swift & Co., Chicago, Ill., vs. St. L.-S. F. et al. 

Rates in violation of. first three sections of the act, on packing 
house products, from St. Louis, Mo., to Arkansas points. Asks 
reparation of $2,000. 


No. a . ya 1. Heywood-Wakefield Co., Boston, Mass., vs. 
. et al. 
Unreasonable ratings and rates on cocoa or coir yarn between 
Boston and Wakefield, Mass., and official classification points. 
Asks ratings for future. 


No. 21869. Evaporated Milk Association, Chicago, Ill., vs. A. & R. et al. 
Unreasonable rates on canned goods, from, to and between 
points in Southern classification territory. Asks rates for future. 
No. 21888. Omaha Steel Works, Omaha, Neb., vs. C. & N. W. et al. 
Rate and charges in violation of Section 6 of the act, on crude 
dolomite, from Narlo, O., to Omaha, Neb. Asks reparation. 
No. 21889. Southeastern Plate Glass Co., Montgomery, Ala., vs. St. 
Louis-San Francisco et al. 
Unreasonable’ rates and charges on plate glass, from Crystal 
City, Mo., to Montgomery, Ala. Asks reparation. 


No. 21890. Van Schaack Bros. Chemical Works, Inc., Ckicago, IIl., vs. 
Ann Arbor et al. 

Charges in violation of sections 1, 3 and 6 of the act, a oer 
lin solutions, lacquers, solvents and compounds, from Chicago, 
Ill., to points in official classification territory. Asks rates for the 
future and reparation. 


No. _— Peerless Explosives Co., Inc., Wilkes-Barre, Pa., vs. Erie 
et al. 
Rate and charges in violation of section 1, 4 and 6 of the act 
on black powder, from Suscon, Pa., to Elkhorn, W. Va. Asks 
reparation. 


No. 21892.. Norval Motor Corporation, Tulsa, Okla., vs. Santa Fe et al. 
Unreasonable rates and charges on freight automobiles and 
chassis, from Evansville, Ind., to Tulsa, Okla. Asks reparation. 
No. 21893. Hart Silk Co., San Francisco, Calif., vs. Erie et al. i 
Unreasonable rates and charges on rayon, from New York City, 
N. Y., to Los Angeles and San Francisco, Calif. Asks reparation. 
No. 21894. Lehigh Stone Co., Lehigh, Ill., vs. C. K. & S. et al. 


Rates and charges in violation of sections 1, 3 and 13 of the 
act, on crushed stone, including agricultural limestone, from 
Lehigh, Ill., to points in northern Indiana, and lower peninsula 
of Michigan. Asks rates for future. 

No. 21895. = Shell Co., Inc., Jacksonville, Fla., et al. vs. A. C. 
& Y. et al. 

Rates in violation of sections 1 and 3 of the act, on oyster shells, 
earloads, from south Atlantic ports, Charleston to Jacksonville, 
inclusive, to points in Arkansas, Illinois, Indiana, Iowa, Kansas, 
Michigan, Minnesota, Missouri, Nebraska, the Dakotas, Ohio and 
Wisconsin, as compared with rates from Gulf ports. Asks rates 
for future and reparation. 

No. — Turner Marble & Granite Co., Tampa, Fla., vs. A. C. L. 
et al. 

Rates in violation of first three sections of the act, on marble, 
granite and limestone, rough, rough quarried, sawed or sand 
rubbed and/or dressed from points in Alabama, Georgia and 
Tennessee to Tampa and Ybor City, Fla. Asks rates for future 
and reparation. 

No. 21897. Knight-Luttrell Iron Co., Atlanta, Ga., vs. A. & W. P. et al. 

Unreasonable rate on scrap iron and scrap steel, from Anderson 
and.other South Carolina points to Atlanta and Oakland City, Ga. 
Asks reparation. 

No. 21898. Logan Hardware & Supply Co. et al., Logan, W. Va., vs. 
A. & R. et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
miscellaneous commodities, including cast iron pipe, sewer pipe, 
machinery, grain, and grain products, cement, fruits and vege- 
tables, to Logan and Madison, W. Va., from various points 
throughout the country. Ask rates for future and reparation. 

No. 21899. Ziegler Brothers, Greensboro, N. C., vs. Southern. 

Charges in violation of sections 1 and 3 of the act, on sidetracks 
built on defendant’s line. Asks rates, rules and charges for future 
and reparation. 

No. 21900. Union Bag & Paper Corporation, Jersey City, N. J., vs. 
D. & H. et al. 

Unreasonable rates on woodpulp, from New York harbor to Hud- 
son Falls, N. Y. Asks rates for future and reparation. 

No. 21901. E. A. Stephens & Co., Denver, Colo., vs. U. P. et al. 

Unreasonable rates on wild jack rabbit skins, from Denver, 
Colo., to New York City, N. Y., and Danbury, Conn. Asks rates 
for future and reparation. 
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No. 21902. Iroquois Pulp & Paper Co., Thomson, N. Y. 
National et al. » V8. Canadian 

Rates in violation of sections 1 and 3 of the act, on pulp 
from points in Canada, including provinces of Quebec and New 
Brunswick, to Thomson, N. Y. Asks rates for future. ew 

No. 21903. Bukove Motor Co. et al., Taos, N. M., vs. Santa me et 

Unreasonable charges on automobiles, from points in Mj al. 
Indiana, Missouri, Illinois, New Jersey and Ohio to pore, 
New Mexico. Ask rates for future and reparation. in 

No. —— The Williamson Veneer Co., Baltimore, Md., vs. B, g 0. 
et al. . 

Unreasonable rates and charges on oak and poplar logs fro. 
=— points to Baltimore, Md. Asks rates for future an Tepame 

on. 

No. 21905. Oklahoma Contracting Co. et al., Dallas, Tex., vs, Santa 
Fe et al. . 

Unreasonable rates on contractors or construction camp outfits, 
from points in Texas to points in Oklahoma and Kansas, Ask 
rates for future and reparation. 

No. ~— Crane & MacMahon, Inc., New York, N. Y., vs. L, & N 
et al. : 

Rates in violation of sections 1 and 3 of the act, on rough 
lumber, from Alabama City, Ala., to St. Marys, O. Asks vate 
for future and reparation. 

No. 21906. Sub. No. 1. Same vs. Same. 

Alleges violation of sections 1, 3 and 4 of the act, as to same 
commodity between same points. Same prayer. 

No. 2g Vulean Mold & Iron Co., Latrobe, Pa., vs. Pennsylvania 
et al. 

Unreasonable charges on pig iron, from Hubbard, O., and other 
points taking same rates as Youngstown, O., to Latrobe 
Asks rates for future and reparation. 

No. or on E. Breece Lumber Co., Albuquerque, N. M., vs, Santa 

e et al. 

Rates in violation of sections 1 and 6 of the act, on box ang 
crate material, from Albuquerque, N. M., to Elsa, Tex. Asks rates 
for future and reparation. 

No. — Farmers’ Exchange, Metolius, Ore., et al. vs. S. P. & g§, 
et al. 

Rates in violation of first three sections of the act, on grain and 
grain products, to and from Portland, Ore. Ask rates for future 
and reparation. 

No. oe Eggers Pole & Supply Co. et al., Spokane, Wash., vs, N, Pp. 
et al. 

Charges in violation of section 6 of the act, on cedar poles and 
lumber and lath, from points in Montana, and Idaho to eastern 
points. Ask reparation. 

No. 21918. Los Angeles (Calif.) Chamber of Commerce vs. §. P. et al, 

Rates in violation of section 3 of the act, on automobiles, from 
Los Angeles and Los Angeles Harbor, Calif., to Portland, Ore,, 
Seattle and Tacoma, Wash. Ask rates for future. 

No. ge — Traffic & Audit Association, Galveston, Tex., vs, 
.-G, - et al. 

Overcharges on construction material, from Buffalo, N. Y., to 

Texas City, Tex. Asks refund. 
eed ¥ — Iron Works, Inc., Kansas City, Mo., vs. Santa 

e et al. 

Rates in violation of sections 1 and 3 of the act, on rig | 
from Iola, Kan., to Asher and other Oklahoma points, Pyote 
other Texas points, and points in Arkansas and Louisiana. Asks 
reparation. 

No. ag eed Products Corporation, Chattanooga, Tenn., vs, Santa 

e et al. , 

Rates and charges in violation of first three sections of the act, 
on oil well supplies and oil well machinery between points in Cali- 
— and points in Oklahoma. Asks rates for future and rep- 
aration. 

No. _— The Veneer Manufacturing Co., Conway, S. C., vs. A. C. L 
et al. 

Rates in violation of sections 1 and 4 of the act, on box shooks, 
from Conway, S. C., to Columbus, Ga. Ask reparation. 

No. 21915. Interstate Power Co., Chicago, Ill., vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on gas oil, from Blackwell, Okla., to Clinton, Ia. Asks. reparation. 

No. 21916. O. A. Smith Agency, Inc., Cincinnati, O., vs. Arkansas 
Valley Interurban et al. 

Unreasonable rates on e99 case fillers and flats, from Hutchin- 
son, Kan., to points in issouri. Asks rates for future and 
reparation. 

No. 21916. Sub No. 1. Same vs. Santa Fe et al. 

Same complaint and prayer as to same commodity from Hutch- 
inson, Kan., to points in Nebraska. 

No. 21916. Sub. No. 2. Same s. A. & S. et al. 

Same complaint and prayer as to same commodity from Hutch- 
inson, Kan., to points in Texas. 

No. 21919. Southern Amiesite Asphalt Co., Lexington, Ky., vs. Ala- 
bama & North Western et al. 

Rates in violation of sections 1 and 3 of the act, on crushed 
stone, coated with oil and/or asphaltum, from High Bridge, Ky. 
and Birmingham, Ala., to points in Alabama, Kentucky, Louisi- 
ana and Mississippi. Asks rates for future. 

No. 21923. Union Lumber Co. et al., San Francisco, Calif. 

Union Lumber Co., National Steamship Co., and California, 
Western Railroad & Navigation Co. petition the Commission to 
investigate and determine whether existing service by the Na- 
tional Steamship Co. is in violation of section 5 of the interstate 
commerce act, as amended by section 11, the Panama Canal act, 
and for an order authorizing continuance of said service. 


Docket of the Commission 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 11—Stuttgart, Ark.—Examiner Hill: 
a od Orleans Joint Traffic Bureau et al. vs. A. & L. M. Ry., 
et a 
a Charles Rice Milling Co. of La., Inc., vs. A. T. & S. F. 
y., et al. 


February 11—Washington, D. C.—Examiner Griffin: 
17792—Hope Fertilizer Co. vs. B. & O. R. R. et al. 


February 11—Washington, D. C.—Examiner Sullivan: 
Finance No. 6858—Application of G. C. & S. F. Ry. for authority 
to lease extension of line of Cane Belt R. R. 


February 11—Kansas City, Mo.—Examiners Fuller and Peyser: od 

17000—Rate Structure Investigation, Part 4 and 4a, rates on refin 
petroleum Rrogucts. al 

21080 (Sub. 5)-Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et 
21080 (Sub. 6)—Naylor Oil Co. vs. A. T. & S. F. Ry. et al. 
16272—Lone Star Gas. Co. vs. A. T. & S. F. By. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. 
17459—Texhoma Oil & Refinin 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & S 
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THE TRAFFIC WORLD 


PHILADELPHIA, PA. 


SOLID or POOL CAR and CONTAINER DISTRIBUTION 
DELIVERY 


COMPLETE {P5etbc_ 


SERVICE 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES 


OFFICE: 
201 Iberville 


MEMBERS A.W.A O.W. A 


= yd 
i —9 de Pe 


BUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Offices 
92 State Street 


DENVER, COLORADO 


the! DISTRIBUTION of 
taoune 15 cen Loans ne- 
The Weicker _s 4 & Totes Gsany 


Two Deliveries Daily in Philadelphia and Nearby Suburbs. 
Daily Delivery Service to 250 Surrounding 


owns. 


UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


SUBSIDIARY 
Established 1867 1004-26 Spring Garden St. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and ~~ 3 All Paina One Book! 


oe R. R. Leonard | & Co. 


15 E. 26th St., New York 


omy te and Kansas City’s 


Most Modern Warehouses oust 
pMsnal S KANSAS ail 


Pool Car 
Distribution 


Merchandise 
Storage 


2000 Carload 
Capacity 


Do You Know =. ~- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CoO. 


Established 1857 1020 Seuth Canal Street, Chicago 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 
Some 5 y 4 for 2 Eat Warehouse, Office and Display 
k and Office Service Rented 
We can serve you ree seme pmsl in Les er San Francisce 
and suggest that yeu complete your file A. req ng 
the rates fer eur specialized se 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From Los Angeles 
Feb. 16 
Mar. 2 
Mar. 16 
Mar. 30 


Trans-Shipment et Paname > South America and European Ports 

Th: rail export bills of lading issued in transcontinental 
territory San Peonaioge ahd tas Anodes Raster Generel t2 of 
West Coast Mexican and Central 


Francisce, Cal. 
ts Ie ae 


140 S. Dearborn 8t., ee Pine 
1@ Hanever Sq., New Yerk, N. Y. 548 3. Spring 
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17678—The Texas Oil Po > = E. & W. T. Ry. et al. 


18336—Gibson Oil Co. Ry. et a 
18393 qa Sub. i cclties stad Oil Co. et al vs. A. T. & G. FP. 
R 
Lk & dy et.al. 


Ry. et al. 
19876—Oriental Oil Co. va. A. T. a 8. ‘Mi 
18578—Empire Refineries, Inc., vs. 
18561 yand 8 Bub. 1) —Barnadail Ridiahan” Inc, et al. vs. AT. & 
19500 'Steaard Oll Co. of le. ve, A, T. & 8. F. Ry. et al. 
19928—Skelly Oil Co. vs. A. T. & S. F. ss et 2 
20002— Louisiana Oil Refining. ye. wy e- * * R. R. R. et al. 
er 7 senoenntinoates Oil Co. vs. C. & P. Ry. et al. 
20610—Lone Star Gas Co. vs. M.-K.-T. + et al. 

ulf Refining — et al. vs. A. & 8S. Ry. et al. 
= - Subs. 1 to 4, incl.)—Anderson Oil Co. et al. vs. A. & 8. 


t al. 
21436 —Mid- Continent Petroleum Corp. et al. vs. A. V. et al. 
18458—Rates on petroleum and leum ucts wiki the ter- 
ritory on and east of the ssissipp!i ver, and south of the 
Ohio’ River and east of the Indiana- ols State Line, and from 
points without to — within said ma2ey 
17471—Roxana Petro Corp. vs. c ss we L ie By- et al. 
17561—American Refining Co., Inc., et al. . et al. 
17011—Arab Gasoline Co. vs. A. & RR “« 
18006—Kansas City Refining Co. vs. A. & 3° om et al. 
18007—Mid-continent Refiners’ Traffic Assn. vs. A. & 8S. Ry et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. vs. A. & V. Ry. a al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. 
18199—Standard Oil Co. of my, vs. A. & V. Ry. et al. 
18253—Texas Co. vs. A. & R. R. ™s a * al. 
18653—Empire Refineries, Inc., vs. & 8. F. 
18689—Ohio Valley —"*, Co. vs. %. z Oo. R. = | 
18061 (Sub. 1)—Piedmont — Co. vs. A. & V. 
18268 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. 
18253 (Sub. 7s —Gulf Refining Co. et al. vs & R. 7 R. et al. 
|. & S. 2936—Petroleum from Chicago, IIL, a St. Louis, Mo., groups 
to Miss. Valley =. 
i. S S. 3012—Petroleum and petroleum products from the southwest 
e southeast (further hearing). 
21116 Skelly Oil Co. vs. A. T. & S. F. 
21690—Marland as = % A. T. & 
21766—Illinois Oil Co. v & S. 
21784—White Eagle Oil aa ARefinixg Co. vs. 


T&S. F Ry. et al. 
February 13—Argument at Washington, D. ty 
bo A prea Packers, Inc., et al. vs. A. T. & S. F. Ry. et al. 
0337—Leonard, — & Riley, Inc., et al. vs. Aransas Harbor 


oe Ry. et 
20883—Northwestern Detate Exchange, Inc., et al. vs. A. H. T. Ry. 
vs. A. T. & S. F. Ry. 


19286" “Salina Chamber of Commerce et al. 
et al. 

=o Chamber of Commerce et al. vs. A. T. & S. F. Ry. 
vs. A. & S. Ry. 


et al. 
20728—Northwestern Potato Exchange, Inc., et al. 
et al. 
* 16613 (Sub. 1)—Grand Forks Commercial Club vs. Annapee 
Western et al. 
February 13—Pittsburgh, Pa.—Public Service Commission of Penna.: 
Finance No. 7277— pplication Montour R. R. for a certificate of 
public convenience and necessit gy en (1) construction and 
operation of a line of railroad from Library to Snowdon; and (2) 
the operation under trackage rights over a portion of the Peters 
ge Branch of the Pennsylvania R. R., all in Allegheny county, 


et al. 


. et al. 
Pai 


and 


February 14—Argument at Washington, D. C.: 
20553—Warren Mfg. Co. vs. B. & M. R. R. et al. 
19062—Krupp Foundry Co. vs. ~~ oy Co. et al. 
20542—Nutile Fruit Co. et al. vs. B. & M. R. R. et al. 
20622—Nutile Fruit Co. vs. B. & M. R. R. 


February 15—Washington, D. C.—Examiner Davis: 

* Finance No. 7355—Application of Southern Bell Telephone and Tele- 
graph Co. for authority to acquire the telephone properties of 
the Jackson Home Telephone Co. 

* Finance No. 7408—Application of Mountain States Telephone & 
Telegraph Co. for authority to acquire telephone properties of 
the Garfield County Telephone & Telegraph Co. 


February 15—Austin, Tex.—Railroad Commission of Texas: 
Finance No. 4823—A pplication of San Antonio & Aransas Pass Ry. 
for a modification of certificate issued July 7, 1926. 


February 15—Austin, Tex.—Examiner Hill: 
a Orleans Joint Traffic Bureau et al. vs. A. & L. M. Ry., 


21100 Lake Charles Rice Milling Co. of La., Inc., vs. A. T. & S. F. 
y. eta 
February 15—Argument at Woinene, © 
20134—Covey-Ballard Motor Co. vs. C. 
20241—Taylor Motor Co. vs. A. T. & 8. = oy. et al. 
* |. & S. 3140—Coal from Southern Region Mines to Washington, D. C. 
* 18641 (and Sub. Nos. 1 to 3, incl.)—Potomac Electric Power Co. et al. 
vs. C. & O. Ry. et al. 
February 16—Argument at Washington, D. C.: 
20475—Simmons Construction Co. vs. Nfk. Sou. R. 
wr Lumber Co. and/or E. G. Whitpe (Agent) vs. 
0. et a 
February 18—Washington, D. C.—Examiner Molster: 
* Finance No. 7243—Application of Chicago & Western Indiana Ry. 
and Belt Ry. of Chicago for authority to acquire control by lease 
of 5 eee properties of the Burlington South Chicago Terminal 


& st. P. Ry. et al. 


Februa 18—Washington, D. C.—Examiners Marchand and Walsh: 
Valuation No. 1072—In re tentative valuation of the C. M. & St. 


Ry. : 
Valuation No. 760—In re Seattle, Port Angeles & Western Ry. 
Valuation No. 768—In re a & Northern Ry. 
Valuation No. 771—In re Gallatin Valley Ry. 
Valuation No. 794—In re Puget Sound & Willapa Harber Ry. 
Valuation No. 797—In re Milwaukee Terminal Ry. 
Valuation No. 796—In re Tacoma Eastern R. R. 


February 18—New Orleans, La.—Examiner Hill: 
a ew Orleans Joint Traffic Bureau et al. vs. A. & L. M. Ry., 


al. 
21160—Lake Charles Rice Milling Co. of La., Inc., vs. A. T. & S. F. 
y. et al. 
February 18—Argument at Washington, D. C.: 
19807 Alabama Packing Co. et al. ‘-" — & V. Ry. et al. 
20578—Globe Superior Corp. vs. Sou. Ry. 


THE TRAFFIC WORLD 


Vol. XLII, No, ¢ 


C.—Examiner ubiven: 


February a ae. DP 
<* vs. B. & O 


21517—Middle Creek R. e 
hearing). t al. (adjourneg 
February 18—Ft. Worth, Tex.—Examiners Money and Bech: 
17000—Part 8, Cottonseed, Its Products and Related 
1. & S. 2780-"Cottonseea and related vegetable products from 
Territory to Central, Eastern and Southern Territories, 8. 
Ss. Vegetable oils and related articles in Official Clagg. 
| _Sontlon Tereitory ils and m foots f ‘exas 
° ege eo and oil foo rom T 
and Buffalo, N. Y. to FY Waym, 
1. & &. 2926—Vegetable oils in Official Classification Territory, 
1. & S. 29956—Vegetable oils and related articles in Official Classifica. 


tion Spereerr. 

. & S ottonseed hull fibre or shavings from Southwestern 
potate to Miss. and Ohio River Gateways and W. T, 

1. & S. 067—Cottonseed and other vegetable oils from the po) 


to interstate ints. 
1. & S&S. 3006—-Cottonseed and . etable oils from 


Texas common 

eo to Baltimore, Md., and Boston, Mass. 

- & S. 312i—Cotton linters from southwest to intountete pts, 
Sal ametehene Linseed Co. vs. B. R. & P. Ry. 
1 pencer ——p & Sons vs. B. R. & P. Ry. ‘t ‘a 
16425—International egetable Oil Co. et al. vs. A. & R 
bee (ane oo Nos. 1 to 5, incl.)—Armstrong Packing’ 

y.e 

16528—Southland Cotton Oil > vs. A. & 8S. Ry. et al 
16587—Lever Bros. Co. vs. D. L. & W. R. R. et al. 
a” ee camaaeeeel Assn. of Chicago Heights vs. B. &0RR 


17270 "and Sub. 1)—American Linseed Co. vs. N. Y. 8. & W. RR 
17339—C. F. Simmonins’ Sons vs. C. I. & W. R. et al. 


17457—Humphreys-Godwin Co., Inc., vs. A. & 5. Ry. et al. 
eee Cotton Seed ‘Crushers’ Assn. vs. "a C. & Y, Ry, 


-R. ot al 
Co. va A. 


al. 
18870— Texas Cottonseed Crushers’ Assn. et al. vs. AA& RRR 


18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R, ital 
18841—Alabama Cotton Seed 7s Assn. vs. L. & N, R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & 8. Ry. et al, 
i” ree Cottonseed Crushers’ Assn. vs. C. R. I, 
et al. 
19088—Blanton Co. vs. & V. Ry. et al. 
i9idioRetuse Cotton on Co. vs. A. & V. Ry. et al. 
19162—Southern Cotton Oil Co. vs. IL C. R. —" et al. 
19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al 
— (and Sub. 7 ye wr - Gama Gtnners’ & Crushers’ Assn. 
al. vs. Apache Ry. et 
19176 _Nationel Cottonseed Feetucte Corp. et al. vs. A. & V. Ry 


et a 
19194—-Procter & Gamble Co. vs. A. & > e- et al. 
19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First in- 
sertion, $1 per line; minimum charge $3; succeeding Insertions, per 
line, 60 cents; 10 words to the Iine; numbers and abbreviations counted 
as words; 6 point type; payable ‘In advance. Answers to keyed ad- 
vertisements forwarded free of charge and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
Street, Chicago, III. 


& P. Ry. 


YOUNG EXECUTIVE, wide railroad experience, general freight 
and passenger, sixteen years with class 1 and 2 roads; produce 
economical and efficient operation; manager or traffic manager; 
$350 > ee to start. Address A. R. 176, care Traffic World, Chi- 
cago, i 


POSITION WANTED—tTraffic manager or assistant, 
railroad and industrial experience; qualified to handle position in 
connection with sales, accounting, orders or customers’ adjustments; 
Address BE. M. A. 178, care Traffic World, 


thorou 


married; best of references. 
Chicago, Ill. 
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FOR SALE—Cheap, in lots of five or more, 200 Tengwall tariff 
binders, four prongs for standard punchings; excellent condition. 
Address N. M. O. 174, care Traffic World, Chicago, IIl. 


PRINTED TRAFFIC FORMS at a saving of one-half or more. 
We print in large quantities and carry in stock for immediate ship- 
ment. 7 standard styles of traffic forms, foreign invoices and 

n 


bills of lading. Price list and samples free upon request. 
Forms Company, Janesville, Wis. 


We Bind The Traffic World 


RUNNER: EERIE RENNER 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and lity Work Guaranteed 
‘e also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


WASHINGTON, D. C: 
When in Washington, Eat Well Seasoned, Home Cooked Food st 
THE AVENUE CROWN 
Across the Street from J. C. C. BLDG. 
BREARENNER 1727 Penna. Avenue N. W. 





